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Otis “Dock Type” Inclined Elevator in Operation at Merchants’ and Miners’ Dock, Savannah, Ga. 
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QUICK and ECONOMICAL Handling of Freight is the Most Vital Problem in Railway /> 
Trafic Service Today. The Best Solution of this Problem Demands the Installation of/~i 
P, 
\ 


Otis Inclined Elevators <“ 


If you are depending upon man-power to push loaded No time is wasted—no stops—no manual effort at the 
trucks up steep inclines, you are wasting time, energy grade—no congestion—the work goes on continuously. 
and money Use Otis Inclined Elevators and stop the An electric motor is all that is required for operation, 
loss. The trucks, with heavy loads, are brought from | nd the current cost, results considered, is almost 
level to level quickly, safely and without physical effort | negligible. 


We make types adapted to every condition. Put your “moving problems” up to us. 


Otis Elevator Company 


Eleventh Ave. and Twenty-sixth St., NEW YORK 600 West Jackson Blvd., CHICAGO 
Offices in All Principal Cities of the World 


$+ 
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Send for Catalog giving full particulars + 
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DIGEST OF DECISIONS 


Under the Interstate Commerce Act 


Opinions of the Interstate Commerce Commission and the Courts 


Mr. L. M. Tracy, T. M., Montana Fruit Jobbers’ Ass’n, writes:—‘* * * * * * Contains a world of information 
** * * * invaluable to one handling cases before the Interstate Commerce Commission, 
It is far ahead of other publications of like character I have seen.”’ 


10,000 Points for the Traffic Man. Price, $8.00 Delivered 
LUST & MERRIAM, Authors and Publishers, 10 So. LaSalle St., Chicago, Ill. 


Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


‘The foundation for the study of all questions bearing on rates, and other features of regulation 
between shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of ti. \ several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 


An Indispensable 
Reference Work 


ae es The demand for this book has been so extensive 
, that only a comparatively small number remain and in 
a ! a few weeks copies can no longer be obtained. This 
tea, represents the last opportunity to get one of these dur- 
— able volumes of the Digest of Federal and State Court 
lie Decisions, the Interstate Commerce Laws and the Laws 
of the Various States regulating carriers and relations 
with shippers. 
This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 
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418 South Market Street, Chicago 
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UNITED FRUIT COMPANY 


Steamship Service 


Operating the only steamers sailing out of any American 
port constructed specially for service in the Tropics. 
Regular passenger and freight sailings between 


New York—Boston 
Philadelphia—Baltimore 
Mobile—New Orleans 


AND 


Jamaica—Panama Canal 
Colombia—Costa Rica 
Guatemala—Nicaragua 
Honduras—British Honduras 


CONNECTIONS : 


AT COLON — for Panama City and Pacific Coast Ports of 
Mexico, Central and South America. 
AT PORT LIMON — for San Jose, Costa Rica and other 
points on the Northern Railway. 
AT PUERTO BARRIOS — for Guatemala City and other 
points on the Guatemala Railway. 
¢ The opening of the CANAL will see the greatest changes in 
the commercial routes of the world that have ever been known, 
and every Traffic Man owes it to himself to see it before the 
water is turned in. 
q Take one of the big air-cooled steamers of our GREAT 
WHITE FLEET this summer and go to Panama. You will 
enjoy every moment of the trip. 


Our illustrated booklets tell the whole story. Ask any TICKET 
or TOURIST AGENT for a copy, or write to us 


M. HARTMANN, Western Passenger Agent 
444 Commercial National Bank Building, Chicago, Ill. 
131 State Street, Boston, Mass. 17 Battery Place, New York, N. Y 


Pier 5 North Wharves, Philadelphia, Pa. Pier 1 Pratt St., Baltimore, Md. 
626-630 Common Street, New Orleans, La 


Be a Traffic Manager 


Switch Yourself on the 
Right Track NOW: 


Enter the New Profession of Traffic Management 
where there are Big Salaries—$40 to $75 weekly — 


awaiting the trained expert who can save money 
for his employers. through getting at the minimum 
in mileage and rating and knowing how to effect 
deliveries in the shortest possible time. 


Through our unique system of instruction, at low 
fees, we train you thoroughly in the principles and 
practice of Traffic Management and Interstate Com- 
merce. 


Flag this opportunity right away. Don’t turn 
this page until you have filled in and despatched 
the coupon at foot. Give us a chance to fully dem- 
onstrate for your satisfaction the future awaiting 
you as a Traffic Manager. 


NATIONAL TRAFFIC COLLEGE 


309 Peoples Gas Building, Chicago 


Z TO NATIONAL TRAFFIC COLLEGE, 
6 309 Peoples Gas Building, Chicago. 


Oo Please send me your new booklet telling how I may 
qualify myself to become a Traffic Manager. 
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ANALYZED 


- Commission Regulation 
| of 
Public Utilities 


A Conpilati on and Analysis of Laws of the Different States and of the Federal Government for 


the Regulation of the Railways and Other Public Utilities 


BY THE NATIONAL CIVIC FEDERATION 


1300 Pages 


300 Topics 


5000 Paragraphs 


All Carefully Indexed. All Topically Cross Referenced. All Logically Arranged 
Edition Limited. Advance Orders Taken Now. Price $8.50 Delivered. 


The Traffic Service Bureau 


Sole Distributors 


418 So. Market St. 
CHICAGO 


508 Colorado Bldg. 
WASHINGTON 


As a Friend of THE TRAFFIC WORLD please Mention the paper in writing to Attorneys. 
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“HERE IS A VACATION TRIP 
THAT IS WORTH WHILE 


A cruise of a thousand miles through the famed “inside 
passage” to Skaguay. By rail in a modern parlor observation 
car through the mountains, over the once dreaded White Pass, 
along the old Klondike trails—by steamer through narrow 
mountain girt lakes to Atlin, “the beauty spot of the world,” 
and down the mighty Yukon in a perfectly appointed steamer 
to Dawson in the Klondike. 

Truly a trip you will never forget and never regret. And 
modern travel comforts all the way. Decidedly worth your 
while to write at once for our booklets, “Travels in Alaska” 
and “101 Opinions.” Free for the asking. 

Let us plan your trip. 

—_—— Address either 
HERMAN WEIG, Gen. “Ast. F. B. WURZBACHER, Gen. Agt. 


White Pass and Youn Rou 612 Second Avenue 
1002 Chamber Commerce Bidg.. CHICAGO SEATTLE - WASHINGTON 
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FOR PARTICULARS ADDRESS 
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From Honolulu 


At eight o’clock one night recently a wealthy Hawaiian sugar planter 
on a visit to New York stepped up to the box office window of the New 
York Hippodrome and requested ten tickets for a party of friends. 


For payment he drew from his wallet a Wells Fargo Travelers Check 
for $100, countersigned it, and pushed it over the sill. 


The check was instantly honored. 


This man had come from Honolulu--5,000 miles away. 
To the Hippodrome treasurer he was an absolute stranger. Yet 
because his counter-signature corresponded to the signature al- 
ready on the check when it was presented, and because the name 
of Wells Fargo & Company ts known the world over —the 
Hawatian sugar planter got his tickets and his change. 


This is but an instance. Every day, all over the 
world, in all sorts of circumstances—the self-identifying 
Wells Fargo checks are being presented and accepted. 


You, too, can depend upon a Wells Fargo Travel- 
ers Check to pay your bills—whether it be in Bombay, 
Munich or Mizeppa Corners, Ariz. Hotels, theatres and 
business houses in general will accept your checks. 


Before starting that next business trip, or that vaca- 
tion jaunt, buy some of these Wells Fargo Travelers 
Checks. They will always be available. 


vente 


were 


Wells Fargo & Company 


Thousands of Offices Here and Abroad 
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PAYING FOR TARIFFS. 


'robably the most satisfactory exposition of the 
attitude of shippers with reference to the proposi- 
to require payment for the tariffs issued by 
riers is given in the letter from the president of 
National Industrial Traffic League which has 
been sent to members, and a copy of which is re- 
produced in the This letter calls 
ittention to a point which has been kept in mind 
every consideration of the subject by The Traffic 


present issue. 


\orld, that the Commission’s expression is in no 
nse an order. Any carrier is at liberty to fur- 
sh tariffs free if he is prepared to do so in a non- 
liscriminatory manner, but the matter is one in 
vhich discrimination can very easily take place. 

There is another feature of this question which 

seems not to have been brought up previously. That 

is in relation to the effect of the practice on the 

rk of the tariff bureaus, which, if properly con- 

ted, may be of material assistance to those who 
employ their services, and which, if not so em- 
ployed, may be a nuisance to the carriers who are 
hliged to have dealings with them. It is said that 
in some instances the prospect of being obliged to 
pay for the necessary tariffs have postponed or pre- 
vented the establishment of tariff bureaus which 
were intended to be conducted in a strictly straight- 
forward business manner, and in that case the gen- 
eral adoptions of the practice of requiring payment 
would be a detriment to shippers. Another view of 
the same proposition is that the possible result of 
absence of definite knowledge on the part of ship- 
information obtainable from a tariff, 


pers of the 
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which would likely be the result of shippers’ be- 
ing required to pay for them, would be the increase 
of tariff bureaus which are in no sense a benefit to 
the service. This would arise from the multiplicity 
of actions which might be brought by these bur- 
eaus, growing out of supposed instances of injustice 
which might arise through ignorance on the part 
of the shippers of provisions with which they were 
expected to comply. The whole question is an in- 
teresting one, and the possibility of its working in 
either one of the ways suggested is worthy cf con- 
sideration before a general rule is adopted requiring 
payment for tariffs on the part of carriers. 


A PRESIDENT TESTIFIES. 


The testimony of President W. A. Gardner of the 
Chicago & Northwestern in the cases which are now 
on hearing at Chicago involving ore rates and dock 
charges in the upper peninsula of Michigan, is re- 
markable in At the outset Mr. 


Gardner should be congratulated in that he is able 


many respects. 
to express himself upon the witness stand with such 
complete frankness as characterized his testimony 
a few days ago. In the second place, his assump- 
tion of complete responsibility for the change in 
rates which has been the subject of several com- 
plaints is refreshing in comparison with instances 
which almost anyone will be able to call to mind 
of shifting of responsibility or pleading of ignorance 
on the part of the man higher up. 

However, Mr. Gardner had a certain advantage 
which places him in a class apart from some of 
his associates holding similar positions. His com- 
plete knowledge of the entire situation in all its 
bearings almost entitles him to rank in the jimhill 
class. Ordinarily it is not expected that a man hold- 
ing the position that Mr. Gardner holds and upon 
so important a road will be so familiar with even 
an important section of traffic of the road as was 
shown fo be in the possession of Mr. Gardner in 
the present instance. More remarkable than all in 
comparison with other testimony which has been 
heard and read within recent times was the frank 
confession by Mr. Gardner that he made no claim 
that the Chicago & Northwestern is losing money 
on its ore traffic or that it was losing money be- 
fore the present change in rates now under suspen- 
sion was made. 

All of these points, however, are beside the main 
feature upon which the merits of the various cases 
which are consolidated as one depend. The ex- 
planation of the whole situation is found in the 
statement made in the testimony referred to that 
the service of the Chicago & Northwestern, partic- 
ularly in the region in question, is essentially a ter- 
service. The haul upon the sys- 


minal average 
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tem is 150 miles, if the testimony given in the pres- 
ent case is correctly understood. In the region in 
question the haul varies from about 40 miles to three 
or four times that distance, and it has been the cus- 
tom of the road to blanket the rates in this region. 
As was explained by several of the witnesses at 
the hearing this custom has grown up with the 
development of the iron mining industry in the up- 
per peninsula, and it is quite possible that if the 
whole rate fabric was to be built from the ground 
This, how- 
ever, is true of the country at large, and practically 
all of the difficulties that surround the rate-making 
situation are due to the fact that not only has the 
commerce of the country been a matter of growth, 
but the rates have been made to keep their pace with 
this growth as nearly as possible, and usually this 


up it would be built on a different plan. 


was the fact without any particular reference to the 
relations of different sections of the country or dif- 
ferent roads. Considering the service of the Chi- 
cago & Northwestern as thoroughly a terminal serv- 
ice, it is not hard to figure out a reasonable basis for 
the system on which the present rates have been 
treated. The line haul is an insignificant part of the 
service the Northwestern or any other road per- 
forms in handling the ore traffic. Of course, the 
shippers who protest against the apparent discrim- 
ination in rates which make the same charge regard- 
less of the distance between mine and port, have 
certain grounds for fearing that their neighbor is 
possibly getting the better of the deal, but at the 


present writing, when only the carriers’ defense of 


the practice has been heard, it would seem as if the 
scheme of rates had been arranged in about as 
Whether this shall 
be concluded to be the corect basis of establishing 


equitable a fashion as possible. 


rates or not, no one can fail to be impressed with 
the frankness with which the principal witness for 
the carriers outlines the situation. 


IN THE MATTER OF ANNUAL REPORTS 


The Commission has issued the following order rel- 
ative to annual reports: 

It is ordered, That for the year ending June 30, 1913, 
and for each subsequent year ending June 30 until other- 
wise ordered, each operator, owner, receiver, or trustee 
of a railway used in interstate or foreign commerce as 
defined in the Act to regulate commerce, shall make in 
duplicate to the Interstate Commerce Commission, on 
forms provided by this Commission, an annual report, 
and shall file the same under oath with this Commission 
within three months after the termination of the year 
to which the report relates. The said report shall con- 
tain full, true and specific answers to all questions and 
inquiries propounded in the said forms, and shall furnish 
all of the information called for therein, whether by 
questions or forms of tabular statements or otherwise, 
and shall be made strictly in accordance with the in- 
structions and directions contained in the said forms. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob. 
lems—and the Good Work 
They Have Done 


JOSEPH R. CAVANAGH 
Joseph Robinson Cavanagh, superintendent freight 
transportation, Big Four Railway and Cincinnati North- 
ern and superintendent car service Central Indiana Rail- 
way, was born in 1857, at Leeds, England, and educated 





JOSEPH R. CAVANAGH, 
Superintendent Freight Tranportation, Big Four Route. 


in the Royal Artillery Army School. He entered railway 
service in 1870 as office boy and bill clerk in the local 
freight office of the Iowa River Railway and later served 
in the general offices, transportation department of the 
same road, now the Central of Iowa. Later he became 
car accountant and served as superintendent of trans- 
portation, auditor, general freight and passenger agent 
and general superintendent. In 1890 he became assist 
ant superintendent transportation of the Northern Paci 
fic, and from 1890-1893 served as car service agent, 
St. P. & K. C. Ry. and its successor, the Chicago Gr 
Western. From 1893 to 1907 he was superintendent 
car service, C., C., C. & St. L., and from 1902 to 19! 
superintendent car service Cincinnati Northern. In 1 
he was also made superintendent of car service of 
Central Indiana. From 1907 he has held the positio: 
above mentioned. He was one of the charter memb 
of the Car Accountants’ Association formed at Clé 
land, O., in 1876; of the Central & Western Car Serv:ce 
Association, formed in Chicago in 1895, and Railway 
Transportation Association, founded at Chicago in Apvil, 
1899. He is also author and publisher of the C. & T. 
Shippers’ Guide, issued in 1901. 
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GOVERNMENT REGULATION OF LABOR 


In fifteen or twenty years, at 
the present rate and tendency at 
which the .settlement of wage dis- 
putes between interstate commerce 
carriers and their employes are trav- 
eling, the fixing of wages will have 
become, in fact, if not in name, as 
much of a governmental function as 
the fixing of reasonable rates. When 
Theodore Roosevelt intervened in the 
anthracite coal] strike of 1902 he 

marked out the path in which wage disputes between 
common carriers and their employes have been traveling 
Although the strike was one of miners, the 
impelled the then president to intervene 
that constrained President Wilson to act on 


ever since. 
that 
is the one 
Monday. 

The 


the arbitration 


reason 


common 
provided 


carriers having objected, long ago, to 
by the Erdman act, it was in- 


cumbent upon the administration to enlarge the proposed 


meet the views of the 
of the trainmen 


arbitration so as to 
railroads, also were the 
at one time, if they are not theirs now. 

Roosevelt intervened on behalf of the public in 1902. 
Wilson has done as much for the public in 1913. Roose- 
velt made a strong point, in calling his conference, of 
the fact that the public was not represented in any ne- 
gotiations that had been had up to that time. He offered 
himself as the representative of the public. 

The public, as usual, paid the bill. The miners got 
The increased cost was charged 
will not probably be the im- 
increase in wages that. will 
proposed arbitration. 
the bill, either 
forced reorganiza- 
able to stand the 
without an in- 


board of 


which views 


an increase of wages. 
public. The 
outcome of 
trainmen in the 
the public will 
freight rates or in the 
that not be 
operating expenses, 


same 
any 


to the 
mediate 
be allowed the 
Ultimately, however, pay 
in increased 
railroads 
increased 
freight rates. 

arbitration, to be absolutely fair, should 
by the shippers of the country. 
will have first to meet any 
be presented by reason of the 


tions of may 
strain of 
crease in 

The 
vide for 
They are the 
increased bills 
higher 

When the argue for an increase 
of rates, as they soon wage question is 
settled, ‘they will urge, as one of the reasons, the heavier 
of the arbi- 


pro- 
representation 
ones who 
that may 
wages. 

railroads come to 
will after the 


pay roll forced upon them by the award 
trators. 

It is 
They cannot 


make a profit on 


should do that. 
allowed to 
managers 


proper that they 
service unless they are 
their operations. Railroad 
duty to their stockholders as they 
There are overcapitalized railroads 
unscrupulous financiers, even 
and dishonest hu- 


play. 


absolutely 
give 


Owe just as big a 
public. 
looted by 
business men 
of work, business or 
who have bought stocks and bonds of companies 
such railroads, some time or other, stand to 
lose some of their investment. They paid too much for 
the service or reorganizers and promoters. 

But more than 90 per cent of the railroads are not 
OVercapitalized. More than 90 per cent of the railroad 
Managers are just as honest as men who happen to be 
When, through acts of public officials, they 


owe to the 
that have been 
as there are dishonest 
man 

Those 


Owning 


beings in every line 


shippers. 
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are forced to pay higher wages, other public officials, 
namely, the members of the Interstate Commerce Com- 
mission, will have to take note of the fact and govern 
themselves accordingly. 

The question of wages is a question of the relation- 
ship of things, even as nine-tenths of the rate questions 
are questions of relationships, rather than mere ques- 
tions of reasonableness or unreasonableness per se. 

All the reasons that can be thought of call for the 
appointment as one of the arbitrators of some man in 
thorough harmony with the views of the Interstate Com- 
merce Commission. A man who understands the funda- 
mental propositions with which the Commission has been 
dealing during the years of its effective existence, should 
be a member of the board. In fact, the more one thinks 
about the subject, the more constrained one is to look 
at the whole matter as one of rates. 

The relationship between rates and expenses of op- 
eration cannot be changed much without calling for an 
increase in rates. Wages are about as high as they 
can be put without considering on exactly what commodi- 
ties hiigher rates can be laid to raise the money that will 
be required to pay the higher wages. 

State legislatures have been passing grade-crossing 
abolition, full crew, extra firemen and two-cent passenger 
fare laws in great number since 1905. Time was when 
bills of that character were introduced merely as black- 
mailing measures. They have since been taken up and 
forced through because they gave to the authors a cer- 
tain number of votes. 

Every one calls for a burden, which, sooner or later, 
the public must bear, even if the public does not get 
one cent of benefit from some of them, or gets such a 
small benefit as to raise the question whether the game 
was worth the candle. 

It can hardly be called anarchistic to suggest that 
the people who must ultimately pay the bills be con- 
sulted about their creation. Theoretically, public offi- 
cials act in the interest of the general public. The ad- 
jective describing them carries the implication that they 
think of the whole mass instead of merely a part of 
the whole people. But it is not necessary to point out 
that when the contending parties are two sets of organ- 
izations, one the railroad corporations and the other the 
labor unions, the officials will be inclined to the set 
that gives greatest promise of political support—that is, 
votes, when the time comes for choosing new or retain- 
ing the old officials. 

Shippers’ organizations may not represent the whole 
people. They may be composed of men who, when rates 
are increased, pass the increase along to the consignee, 
and so go free themselves. But there comes a time 
when it is no longer possible for a shipper to pass along 
an increase in rates. For instance, when the increase 
in rates on an article, not of necessity, that retails for 
ten cents, reaches a certain point, the retailer and jobber 
lose interest in it because it cannot be sold for fifteen 
cents and the shipper cannot afford to sell it at the 
wholesale price he was charging before the rates were 
increased. 

Many a manufacturer thinks rates have gone to that 
point now. Are the arbitrators selected by the railroads 
and the trainmen likely to safeguard the interests of 
that class as well as they would be guarded were there 
to be some one on the board of arbitrators who knows 
and appreciates the point of view of the Interstate Com- 
merce Commissioners? A. E. H. 
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l. Findings in original report that defendants are not sub- 
jecting Sioux City, its traffic and shippers, to undue preju- 
dice and disadvantage because they refuse to establish and 
maintain a basis of proportional rates on grain from Sioux 
City to Chicago and other markets in lieu of the present 
basis of joint through rates from points of origin to final 
destination with transit privileges at Sioux City, while con- 
temporaneously maintaining such a basis of proportional 
rates from Omaha and Kansas City to the same ultimate 
markets, adhered to. 
lifference in competitive conditions affecting the traffic in 
grain through Sioux City from the competitive conditions 
affecting similar traffic through Omaha and Kansas City, 
further discussed. 

3. In considering the lawfulness of rate adjustments the Com- 
mission cannot treat all carriers within its jurisdiction as if 
they were embraced in one united system, or deal with 
complaints against existing rates as matters alone of gen- 
eral policy in which it may exercise a wide discretion in 
the equalization of all disadvantages between markets, but 
it must give full recognition to the separate organizations 
and obligations of individual carriers and to the effect of 
substantial differences in circumstances and conditions in 
the determination of whether the granting or withholding 
of a given rate or practice is unduly preferential or preju- 
dicial against the complaining locality 


George T. Bell for Sioux City Commercia] Club. 

Samuel W. Clark and P. W. Dougherty for state of 
South Dakota. 

George A. Schroeder for Milwaukee Chamber of Com- 
merce. 

Oo. W. 
Railway Co. 

Cc. C. Wright for Chicago & Northwestern Railway Co. 

James B. Sheehan for Chicago, St. Paul, Minneapolis 
& Omaha Railway Co. 

A. P. Humburg for Illinois Central Railroad Co. 

J. D. Armstrong for Illinois Central Railroad Co. 
Burlington & Quincy 


Dynes for Chicago, Milwaukee & St. Paul 


George H. Crosby for Chicago, 


Railroad Co. 
Report of the Commission Upon Petition for Rehearing. 


CLEMENTS, Commissioner: 
In the original report in this case the complaint was 
C., 98 [Traffic World, April 13, 1912, 


and the Commission’s 


dismissed, 23 IL. C. 
p. 717]. The 
findings thereon are thus stated in that report: 


questions involved 


In this complaint Sioux City, Iowa, asks for lower local 
rates inbound on grain and the establishment of proportional 
rates outbound to the principal markets of distribution, includ- 
ing Chicago, Minneapolis and the southeast, which adjustment 
it alleges is necessary to place it upon a substantial equality as 
a grain market with Omaha, Neb., and other competing mar- 
kets which have the proportional basis. There are no propor- 
tional rates outbound from Sioux City. Its grain is handled 
under joint through rates from point of production to ultimate 
destination, which permit of stopping the grain at Sioux City 
for cleaning, milling, or otherwise treating. In addition to these 
joint rates there are only the local rates to Sioux City and 
locals out. Comparatively, Sioux City’s inbound rates are 





higher than the local rates to the other markets referred 
and its outbound local rates are greatly in excess of the 
portional rates from those markets. 


The complaint therefore specifically alleges that the k 
rates from South Dakota, Minnesota, Iowa and Nebraska 
Sioux City and the local rates from Sioux City to Chicag 
Cairo, Memphis, New Orleans, Minneapolis and Kansas City 
unreasonable per se and in comparison with the local rates 
and the proportional rates from Omaha and Minneapolis to 
same markets. The prayer is that there be established reas 
able local rates from the states named to Sioux City l 
proportional rates out from that market to the gateways 
named. The petition prays for an equality with Omaha out- 
bound to all these markets, but at the hearing the propor- 
tional rates suggested to Chicago were the same as apply fr 
Omaha; to the southeast 1 cent higher than from Omaha; 
to Minneapolis 1 cent lower than from Omaha. The s 
gested local rates to Sioux City are based upon rates from 
stations in Nebraska to Omaha and in Minnesota to Minne- 
apolis for like distances. 


princi 
; ; : applic 

<a e we find that competitive conditions exist at Omaha 
and Kansas City as determining factors in the establishment 
and maintenance of proportional rates that do not exist t the ap 
Sioux City, and that the circumstances and conditions of trans- 
portation at the respective markets are substantially dissim upon 
We also find that Sioux City, under the present joint rates mav il 
with transit, is not laboring under such general disadvantags 
as a grain market, compared with Omaha under proportio: 
rates, as to warrant the prayer of the petition. 

We further find that the local rates in issue to Sioux | 
are unreasonable and unjustly discriminatory. ; 
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Basis of Request for Reopening. tages ¢ 
May V 
ticular 
shorta: 
(c) in 


is now reopened upon complainant’s peti- 
The principal contentions urged are 


The 
tion for rehearing. 
thus stated in complainant’s brief: 


case 


1. That the Commission failed to pass upon the reas: fy 
ableness of the rates from Sioux City. That the present Oma ‘rom 
proportional rates to Chicago, for example, if applied to Sic x and (d 
City, would be reasonable per se, even when considered as 
rates for local services 

2. That the transit arrangements in effect thereat, 
reasons stated in the petition, did not in fact place Sioux | 
upon a basis of substantial equality with Omaha and 
competing markets. 

3. That the so-called proportional or reshipping rates f1 
Kansas City, St. Joseph, Atchison, Leavenworth and Oma 
were not in fact established and are not now maintained 
the result of competitive conditions in such a way as to ! 
legal defense to complainant's request for similar rates 
Sioux City. 
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mission also found that Sioux City is on a parity or 
better with Omaha on all grain, wherever originating, 
hich does not involve a back haul to or from Sioux 
ity. Complainant’s present contention, therefore, goes 

so much to the amount of the total rate as between 

ux City and Omaha, respectively, as to the alleged 
relative restrictions in practical operation under the 
transit system. An extract from complainant’s brief is 
yertinent here: 


Contrary to the Commission’s decision in the first case, we 
spectively submit that Sioux City is not on an equality of 
es with Omaha or any other market with reference to the 
eat bulk of its grain tonnage. Indeed, we do not hesitate to 
mit that Sioux City is not on an equality of rates with 

tha and other markets with reference to any of its grain 
Sioux City is not on anything like an equality with 
rate markets when the availability, adaptability 

elasticity of the rates are considered. The Commission 
st bear continually in mind that one of the greatest and 
most unjust discriminations under which Sioux City is laboring 
does not flow so much from the amount of the through rates 
ompared with the combination rates via proportional rate 
markets, but from the restraining limitations and disabilities 
inherent in and surrounding the transit scheme as compared 
with the competitive freedom incident to the proportional rate 
i system. In other words, it is not in many instances the quan- 
tity of the rates, but the quality and availability of the rates 

that constitute the undue prejudice. 


Difference in Sioux City and Omaha Situation. 


usiness. 
oportional 


as 


The relative restrictions above referred to arise 


principally from two marked points of difference in the 


the Sioux City transit and 
respectively, in 


application of the Omaha 


' proportional basis of rates, that, first, 
the application of the latter is not in any way dependent 
inbound grain which outbound 
second, shipments 


upon the origin of the 
may involve even a direct back haul; 
outbound from Omaha under proportional rates are not 
restricted to the rails of the inbound carrier. It is ac- 
cordingly contended that Omaha has substantial advan- 
tages over Sioux City (a) in the choice of markets, which 
may vary in the prices offered, according to their par- 
ticular demands for grain; (b) in emergencies of crop 
shortage at accustomed or other sources of grain supply; 
(c) in the privileeg of mixing different grades of grain 
from different states and originating on different lines, 
and (d) in the ability to quote definite fixed prices. The 
latter condition is due to the fact that Omaha’s outbound 
rate is fixed, and therefore known in advance of Sales, 
whereas Sioux City’s outbound rate varies with the sta- 
which the joint rates are named. (e) The 
Commission’s attention is also called to the fact that 
elevation allowances are paid and outbound switching 
charges absorbed at Omaha, but not at Sioux City. 


from 


tions 


Disadvantages of Sioux City. 


The above are the principal disadvantages to Sioux 
City alleged. They are here described very generally. 
In the evidence and argument herein they are elaborated 
upon in great detail. In thus presenting this phase of 
the case at such length complainant apparently proceeds 
upon the theory that it is but necessary to establish 
Sioux City’s relative disadvantage with Omaha to also 
establish that that disadvantage is undue within the 
meaning and scope of the act. There is nothing in the 
Commission’s original findings in this respect to suggest 
such a fact or inference, and it is manifest that it cannot 
be Even assuming the existence of a substantial 
handicap to Sioux City in the respects alleged, a ques- 
tion that need not be definitely passed upon here, the 
fact but suggests what is finally the real and controlling 
in issue—whether that discrimination is undue 
the carriers defendant in this 


question 
and chargeable against 
proceeding. 
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The last suggestion brings us direct to a considera- 
tion of complainant’s third contention with respect to 
the weight given by the Commission to the competitive 
conditions affecting the establishment of the proportional 
basis of rates at Kansas City and Omaha, respectively. 
There is presented no additional evidence that in any 
way affects our previous finding in this respect. The 
attempt, rather, is largely to establish the contention 
by additional argument upon the facts already of record. 
It is stated that the proportional rates at Kansas City 
were established following investigations by the Depart- 
ment of Justice of alleged violations of the Sherman 
anti-trust act and by this Commission into certain al- 
leged unlawful practices in the application of rates out- 
bound from that city to the East, and after proceedings 
had been instituted by shippers to secure such rates 
by the Commission’s order, but before that complaint 
was heard. Complainant does not, we understand, deny 
that the practices underlying the Commission’s inves- 
tigation referred to, and which led to the demand for 
flat proportional rates by the shippers of grain, were the 
direct outcome of the intense rivalry among the carriers 
from Kansas City, certain of which did not extend west 
of there, for the immense grain tonnage brought from 
the West to Kansas City on its way to eastern markets. 
As a matter of fact, this cannot be successfully denied, 
as those practices consisted largely of the manipulation 
outbound from Kansas City of the balances of joint rates 
to final destinations for the express purpose in many 
cases of securing to the eastern line terminating at 
Kansas City a share of the traffic. The following extract 
from the Commission’s report in its investigation is 
illuminating at this point: 


The testimony in this case is that the practice of rebilling 
at the balance of the through rate sprang up for the preserva- 
tion of the elevator interests at Kansas City, but it is evident 
that it must also have been for the purpose of enabling eastern 
roads without western connections to secure a portion of the 
business from the west. If the through rate upon the Santa 
Fe to Chicago was less than the sum of the local, it is mani- 
fest that a line beginning at Kansas City, like the Chicago & 
Alton, could obtain no portion of the business originating on 
the Santa Fe west of Kansas City, whereas if the through rate 
was “protected” a shipper would ship to Kansas City by the 
Santa Fe, and from there select his route to Chicago, or 
wherever else he might desire to forward his products, since 
he thereby acquired the opportunity of testing the market for 
those products in Kansas City without loss in freight rate. 


The practice of “protecting the through rate” also pre- 
vailed at other Missouri River points, as Leavenworth, Atchi- 
son, St. Joseph, Omaha, etc. (In re Alleged Unlawful Rates 
and Practices, etc., 7 I. C. C., 240.) 


In a subsequent proceeding before the Commission, 
much like the present one in its issues, in which the 
shippers of Wichita, Kan., alleged that the carriers were 
giving an undue preference to Kansas City in grain rates 
to Galveston, the Commission said, in part: 


At the present time grain may be shipped to Wichita at 
the local rate and subsequently sent on either to Galveston or 
New Orleans at a rate which in the aggregate equals the 
through rate from the point of origin to destination, and it 
may be stepped off at Wichita for a period of six months 
provided it goes forward by the same line which brought it in. 
This, of course, applies only to grain which originates at such 
a point that it can be routed through Wichita. Originally ex- 
actly the same practice was in vogue at Kansas City so far 
as the rate is concerned. Grain was shipped in at the local 
rate and subsequently sent out at what was known as the 
balance of the through rate, that being a sum which added to 
the local rate already paid would make the full rate from point 
of origin to destination. The abuses which grew up under this 
system were so flagrant that the practice was condemned by 
this Commission and the carriers ordered to desist from it. 
Since then, and possibly in consequence of this order of the Com- 
mission, the proportional rate has been substituted. In reality 
the present system does not produce actual rates which differ 
materially from those which were formerly made from the grain 
fields on all sides of Kansas City by what in effect a combina- 
tion of the local rate into Kansas City and a low rate from 
Kansas City to destination. The proportional rate, therefore, 
whether it is or is not to the advantage of Kansas City as a 
grain market, is due to the very competitive conditions to 
which we have already referred. Kansas City has an impor- 





134 — THE TRAFFIC WORLD 


tant advantage over Wichita in the adjustment of these rates, 
since it can draw grain from all directions and ship it out in all 
directions, while Wichita can only ship its grain out to the 
Gulf ports; but this is due to the peculiar location and rail 
facilities of Kansas City and not to the proportional rate as 
such. The same preference was enjoyed when Kansas City 
merchants operated under the ‘‘balance of the through rate,” 
plan, which is now in effect at Wichita. 

At Kansas City grain may be shipped out by any line at 
this proportional rate irrespective of the route by which ic 
reached that market, while in case of Wichita the same line 
which brings it in insists upon carrying it out. Here again the 
fact that a different rule prevails at Kansas City than at 
Wichita is due to competitive conditions. (Mayor, etc., of 
Wicita vs. A., T. & S. F. Ry. Co., 9 I. C. C., 534.) 


In view of these express findings by the Commis- 
sion, we deem further comment upon the question of the 
moving influence in the establishment of the Kansas City 
proportional rates to be unnecessary. 


Proportional Rates From Omaha, 


With respect to the proportional rates from Omaha 
complainant presents a different and somewhat novel 
argument. It does not deny that those proportional 
rates were forced in via other lines to Chicago by the 
Chicago Great Western’s action in establishing them to 
Omaha, as stated in the previous report. The contention 
is that the stress to be given to that circumstance should 
not extend beyond its immediate result, and therefore 
that the establishment by defendants of proportional! 
rates from Omaha to St. Louis, Cairo, Memphis, and the 
Gulf ports could not be chargeable to the same cause, 
inasmuch as the Chicago Great Western did not and does 
not reach those gateways and has no voice in their rates. 
It is contended that of these latter proportional rates 
only those to St. Louis applicable on shipments destined 
to points east of the Indiana-Illinois state line, in an 
admittedly necessary equalization of the St. Louis and 
Chicago routes to the East, can be said to be controlled 
by the competition of the Chicago Great Western between 
Omaha and Chicago. In this view, therefore, complain- 
ant would recognize a direct competitive action, but 
ignore its logical results. It is too well established to 
require argument in support of the assertion that there 
is to-day and has been, since long before 1904 when the 
Omaha proportional rates were established, a fixed re- 
lationship between the rates on grain to Chicago and 
to these other gateways. Complainant itself virtually 
recognizes the general interrelation of these western 
grain rates to each other in its present requests and 
its various suggested methods of granting them in a 
practical and workable way. 


Sioux City Not a Breaking Point. 


When all is said, the fact is that Sioux City is not 
as advantageously situated as are Omaha and Kansas 
City with respect to the grain it seeks to attract. In 
this connection it will be borne in mind that practically 
no grain originates west of the Missouri River in South 
Dakota, and since, between the demands of the Black 
Hills district of South Dakota for coarse grain for cattle 
feeding, as referred to in the original report, and of 
Omaha and Kansas City, it is difficult to secure grain in 
commercial quantities from Nebraska, except from sta- 
tions immediately contiguous to Sioux City, it would 
seem that the designation of Sioux City as a Missouri 
River breaking point on grain, in the sense that the 
term is applied to Omaha and Kansas City, is distinctly 
a misnomer. It may be argued that the Omaha and 
Kansas City proportional rates also apply on grain origi- 
nating east of the Missouri River. This, however, is 
but a development of their use. It cannot be success- 
fully controverted that their foundation was in the im- 
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mense tonnage from west of the Missouri River see! 
an outlet to eastern markets. Both Omaha and Ka: 
City are on main lines in the direct route of the prin 
carriers from this western grain producing territory; 
the East. Sioux City is not by any means in the sar 
position with respect to its railroad facilities and never 
has been. East and west lines of equal importanc: 
their effect on the adjustment of grain rates have n« 
broken there as they have at Omaha and Kansas | 
The short lines originally built west from Sioux (| 
referred to at this supplemental hearing, are not in any 
sense comparable with the trunk lines that terminate 
at Omaha and Kansas City in their logical effect on 
relative rate adjustment on grain through that gateway. 


Roads Are Not a United System. 


If the Commission were now considering all of the 
grain-carrying roads to, from, and through Sioux City, 
Omaha and Kansas City, respectively, as one united 
system, under proper authority to do so, its findings in 
this case might or might not be different. Or were it 
proceeding under the right to deal with such 
as of general policy in the exercise of a wide discretion 
in the equalization of all disadvantages between markets 
and the like, the same observation would be pertinent. 
But the Commission has no such authority. It 
consider these questions in accordance with the terms 
of the law which it is charged with administering, which 
gives full recognition to the separate organization and 
obligations of the individual carriers within its regula- 
tion and to the effect of substantial differences in cir- 
cumstances and conditions in the determination of 
whether the granting or withholding of a given rate or 
practice is unduly preferential or prejudicial. It there- 
fore always has and necessarily must continue to rec- 
ognize the effect of bona fide competition in the making 
of rates, and it would not be justified in this case in 
attempting to depart from that principle and requirement 
of the act. We are satisfied that there has been and 
is a substantial dissimilarity in the circumstances and 
conditions of transportation of grain through Kansas City 
and Omaha from those through Sioux City, and that the 
proportional rates from the former gateways were estab- 
lished and have since been maintained by reason thereof 

In conclusion we may remark generally that carriers 
may do many things in lawful competition for traffic 
that the Commission could not require them to do or 
charge them with undue discrimination for not doing mere 


matters 


must 


ly because other carriers have taken substantially the 
action desired by complainants in a given case in other 
cases under like circumstances. Thus the Illinois C: 
tral at Sioux City is in much the same situation as w: 
the Chicago Great Western at Omaha, and to a certa 
extent so is the Burlington. But the Commission can har‘ 
charge these carriers with unduly discriminating agai! 
Sioux City for not taking the same initiative in estab- 
lishing proportional rates at Sioux City as did the Chi 
cago Great Western in establishing them at Oma 
Doubtless, if Sioux City attracted a like quanity of gr 
from western lines with western termini there, as 
the western carriers to Omaha and Kansas City, th 
would be the same impelling necessity for the desire 
change in the rate basis. The Burlington, in fact, 
considered the advisability of this course, but it 
found, according to the witness, for that carrier t 
reductions in rates would follow from stations on its onl! 
originating line west of the Missouri River which direc'ly 





serve 
Neb.- 
that 
undel 
the « 
Burli 
the ¢ 
culms 
Omal 
comp 
estab 
V 
const 
respe 
of pr 
final 
order 
V 
rates 
nal r 
mittee 
tions 
those 
dispos 
consic 
adjust 
tory 
later 
1 & § 
IN TH 
P) 
Ft 
Al 
M 
Al 
M 
P( 
IN TH 
a 
CC 
Vi 
‘TI 
‘LI 
SE 
MI 
RA 
DE 
RA 
Pro] 
fr 
Tho: 
Cc 
R: 
lu 
le: 
Prox 
fr 
& 
lir 
to 
pe 
Prop 
or 
sit 
Mi 
Prop 


, 19, 1913 


ves Stoux City inbound—its bramch from O’Neill, 

—and it was not satisfied that the volume of grain 
that would be offered to it outbound from Sioux City 
under proportional rates would be sufficient to overcome 
the effect of these reductions. This reasoning of the 
Burlington is strongly suggestive of the impressions of 
the Commission with respect to the dissimilarity in cir- 
cumstances and conditions at Sioux City from those at 

aha and Kansas City, which latter gave rise to the 
competition between carriers that finally resulted in the 
stablishment of proportional rates from those gateways. 


Adhere to Previous Findings. 


We have carefully reconsidered this case and are 
constrained to adhere to jour previous findings with 
respect to our duty and authority in the establishment 
of proportional rates outbound from Sioux City to the 
final markets in issue. We therefore affirm our previous 
order in dismissal of the case. 

We still have before us the question of the local 
rates inbound to Sioux City, which we found in the origi- 
nal report to be unreasonable. Defendants have sub- 
mitted a proposed scale in accordance with our sugges- 
tions in that report, but complainants have objected to 
rates because allegedly too high. We shall not 
dispose of that question in this report, but upon further 
consideration of that matter in connection with other 
grain rates in this same general terri- 
now before the Commission a definite order will 
later be entered on that phase of the case. 


LUMBER RATES FROM MEMPHIS 
1. & S. DOCKET NO. 184 OPINION NO. 2370 
(27 I. C. C. Rep., P. 471.) 

IN THE MATTER OF THE INVESTIGATION AND SUS- 
PENSION OF ADVANCES IN RATES BY CARRIERS 
FOR THE TRANSPORTATION OF HARDWOOD 
AND OTHER KINDS OF LUMBER AND ARTICLES 
MANUFACTURED THEREFROM FROM POINTS IN 
ARKANSAS, LOUISIANA AND OTHER POINTS TO 
MEMPHIS, TENN., ST. LOUIS, MO., AND OTHER 
POINTS OF DESTINATION. 

IN THE MATTER OF THOSE PORTIONS OF APPLICA: 
TIONS NO. 2045 OF ILLINOIS CENTRAL RAILROAD 
CO. AND 2043 OF THE YAZOO & MISSISSIPPI 
VALLEY RAILROAD CO., BY D. W. LONGSTREET, 
THEIR FREIGHT TRAFFIC MANAGER, FOR RE- 
LIEF FROM THE PROVISIONS OF THE FOURTH 
SECTION OF THE ACT TO REGULATE COM- 
MERCE, AS AMENDED JUNE 18, 1910, RESPECTING 
RATES ON FREIGHT TRAFFIC AS HEREINAFTER 
DESCRIBED. 

RATES ON LUMBER, STAVES AND HEADING. 

May 14, 1913. Decided June 16, 1913. 


Proposed advanced rate on 
from Memphis, .Tenn., to New 
have been justified. ta 

Those parts of the fourth-section applications of the Illinois 
Central Railroad and the Yazoo & Mississippi Valley 
Railroad asking permission to charge lower rates on 
lumber, staves and heading from Memphis to New Or- 
leans than from intermediate points will be denied. 

Proposed advanced rates on lumber, staves and heading 
from points on the Illinois Central Railroad and the Yazoo 
& Mississippi Valley Railroad between Memphis and the 
line of the Southern Railway in Mississippi found not 
to have been justified in so far as they exceed 11 cents 
per 100 pounds. 

Proposed advanced rates on these products from points 
on the Illinois Central Railroad and the Yazoo & Missis- 
sippi Valley Railroad south of the Southern Railway in 
Mississippi found not to have been justified. 

Proposed advanced rates on gum lumber from points on the 


those 


adjustments of 


tory 


Submitted 


heading 
found to 


lumber, staves and 
Orleans, La., 
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Southern Railway in found to have been 


justified. 

6. Proposed advances on gum lumber and staves from Helena 
and Arkansas City, Ark., found to have been justified. 

7. Proposed advanced rate from Alexandria, La., found not to 
have been justified in so far as it exceeds § cents per luv 
pounds. 

J. R. Walker for protestants. 


Harold R. Small for Belzoni Lumber Co. 

J. H. Townsend for Southern Hardwood Traffic Bu- 
reau. 

H. J. Fernandez and H. R. Small for Alexandria Traf- 
fic Bureau. 

James S. Davant for Memphis Freight Bureau. 

R. V. Fletcher for Yazoo & Mississippi Valley Rail- 
road Co. 

R. Walton Moore and George Butler for Nashville, 
Chattanooga & St. Louis Railway; Southern Railway Co. 
in Mississippi; Mobile & Ohio Railroad Co.; New Orleans 
& Northeastern Railroad Co.; Gulf & Ship Island Railroad 
Co., and Illinois Central Railroad Co. 

J. P. Blair, James G. Wilson and Joseph Lallande for 
Morgan’s Louisiana & Texas Railroad & Steamship Co. 

H. G. Herbel, F. G. Wright, Frank Koch and E. H. 
Calef for Missouri Pacific Railway Co.; St. Louis, Iron 
Mountain & Southern Railway Co., and Texas & Pacific 
Railway Co. 


Mississippi 


Report of the Commission. 
MARBLE, Commissioner: 

This investigation was instituted on Nov. 23, 1912, 
for the purpose of determining the propriety of a number 
of proposed advances in rates for the transportation of 
hardwood lumber in carloads from points in Mississippi, 
Tennessee, Texas, Louisiana and Arkansas to various 
northern points, and also of proposed advances in like 
rates from Memphis, Tenn., and numerous intermediate 
points in Mississippi and from Arkansas City, Ark., 
Helena, Ark., and Alexandria, La., to various Gulf ports. 

The advances to northern points will be controlled 
by the order of the Commission In the Matter of Southern 
and Southwestern Lumber Rates, Docket No. 4907. Con- 
sideration of this latter matter has been postponed pend- 
ing the decision of the Supreme Court in the Tap Line 
cases. The Commission has therefore delayed hearing 
on the northbound rates in the present matter. Since 
it was at their request that this postponement was made, 
the carriers have consented to voluntarily continue the 
northbound rates now in effect until such time as the 
Commission can determine the reasonableness of ad- 
vances thereon. The hearings thus far held in this case 
therefore have related only to the rates for the trans- 
portation of hardwod lumber, staves, and heading to New 
Orleans (1) from Memphis, Tenn.; (2) from points south 
of Memphis located on the Illinois Central, the Yazoo & 
Mississippi Valley, and the Southern Railway in Missis- 
sippi; (8) from Helena, Ark., and Arkansas City, Ark., 
and (4) from Alexandria, La., and a few nearby points. 
Each of these situations will be separately discussed. 


1. The Rate From Memphis, Tenn. 


The present rate on all kinds of hardwood lumber, 
staves and heading from Memphis to New Orleans is 10 
cents per 100 pounds. It applies on both export and 
domestic shipments via the lines of the Illinois Central 
system (composed of the Illinois Central Railroad and 
the Yazoo & Mississippi Valley Railroad), via the St. 
Louis, Iron Mountain & Southern Railway and connec- 
tions, via the St. Louis & San Francisco Railroad and 
connections, and via the Southern Railway and connec- 
tions. This same rate also applies from Memphis to 
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Ala., and Pensacola, Fla. Prac- 


Gulfport, Miss., Mobile, 
movement of hardwood 


tically the entire southbound 
lumber, staves and heading from Memphis is for export 
through New Orleans. The record shows that the rate 
established by this port will, for competitive reasons, 
also be established by the carriers to the other ports 
Therefore the rate to New Orleans is the only 


named. 
It is proposed by the tariffs 


one dealt with in the record. 
under suspension that this rate from Memphis of 10 cents 
advanced to 12 cents per 100 


per 100 pounds shall be 
upon hardwood 


pounds, the new rate to be applicable 
lumber, staves and heading of all kinds. The following 
various routes by which lumber may 


table shows the 
Orleans, the mileage of 


move from Memphis to New 
each, and the ton-mile earnings of each line at the present 


rate and at the proposed rate: 


Present— 
Earnings 
Dis- Per Ton- 


Rate. Mile. 


tance. 
Route, Miles. Cents. Mills. 
T. & BM. Ve BR. Ree esev ise ccvesecses ee 10 4.3 
Y. & M. V. R. R. to Jackson, IIL, Cent. to r 
to New Orleans—Gwin route...............396 1¢ ».0 
St. L.. I. M. & S. Ry. to Ferriday, Tex. & 
Pac. to New Orleans ........«. Seles orn a ee 10 3.7 
So. Div. to Corinth, M. & O. to Meridian, 
N. O. & N. E. to New Orleans...... . 089 10 3.7 
St. L. & S. F. R. R. to New Albany, Miss., 
N. O.. M. & C. to New Orleans...........435 10 1.6 
Proposed— 
Earnings 
Dis- Per Ton- 
tance. Rate. Mile. 
Route Miles. Cents. Mills. 
i Bie ss i i na eb hn xmas) + wksan>< css sees s4Oa 12 5.2 
Ze at. ae a, t. to Jackson, Ill, Cent. to 
New Orleans—Gwin route ..........-+.4.. 396 12 6.0 
St. L., I. M. & S. Ry. to Ferriday, Tex. & 
527 12 1.5 


Pac. 00 NOW GCRREAES cccccccccces vee 527 
: to Corinth, M. & O. to Meridian, 
N. O. & N. E. to New Orleans...... .539 12 4.4 


St. L. & S. F. R. R. to New Albany, Miss., _ 7 


N. O., M. & C. to New Orleans... 435 12 5.5 
The Yazoo & Mississippi Valley Railroad is owned 

by the Illinois Central Railroad, and the two constitute 
The line of this system from Memphis to 
via Gwin, Miss., has the easiest ‘grades 
It car- 


one system. 
New Orleans 
and is the shortest route between these points. 
ries the greater part of the lumber here considered. In 
the year 1912 this system carried 1,767 carloads of forest 
products from Memphis to New Orleans. In the same 
period only 166 carloads of forest products moved from 
Memphis to New Orleans over the St. Louis, Iron Moun- 
tain & Southern Railway, 177 carloads over the St. Louis 
& San Francisco Railroad, and 37 carloads over the 
Southern Railway. 

The present rate of 10 cents per 100 
this transportation over the lines of the Illinois Central 
Railroad and the Yazoo & Mississippi Valley Railroad 
was established by the Interstate Commerce Commission 
in Thompson Lumber Co. vs. I. C. R. R. Co., 13 I. C. C., 
657. This report issued June 1, 1908. In it will be 
found a history of the rate and an analysis of the condi- 
tions then governing the transportation. From that re- 
port the fluctuations of this rate appear to have been 
as follows: December, 1885, to August, 1885, 12% cents 
per 100 pounds; 1885-1887, rate undetermined; July 25, 
1887, to Nov. 27, 1887, 15 cents; Nov. 27, 1887, to Feb. 
2, 1903, 10 cents; Feb. 2, 1903, to Aug. 1, 1908, the time 
of compliance with the Commission’s order in the Thomp- 
son Lumber Co. case, supra, 12 cents. From the date 
of such compliance to the present time the rate of 10 
cents has been maintained by these carriers. The St. 


pounds for 


Louis, Iron Mountain & Southern Railway, however, had 
maintained a rate of 12 cents on this traffic until Jan. 
1, 1912, when it, too, adopted the 10-cent rate. 
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2. Rates From Points South of Memphis. 
From shipping points south of Memphis the rates 
vary according to the kind of wood to be transported, 
Generally from all shipping points south of Memphis 
and north of the line drawn from Vicksburg to Jackson, 
Miss., the rate upon gum lumber to New Orleans is 10 
cents per 100 pounds. The rate upon cottonwood lumber 
is 11 cents per 100 pounds. The rate upon oak and 
other woods varies from 10% cents to 13 cents per 0 
pounds. From the greater number of stations on 
Illinois Central Railroad between Grenada and Jackson 
uniform rates are maintained upon lumber of all kin 


but from some stations between these points, including 


Winona, Vaiden and Canton, the rates vary on the dif- 
ferent kinds of lumber. The record shvws no justifi 
cation for such changes in the methods of making rat: 
to the same destination from stations in the same g¢ 
eral territory on the same line of railroads except the 
claim that it is the result of error in publishing 

The suspended tariffs do not attempt to corre 


tariffs. t 
these discrepancies. 
From the stations on the Illinois Central beginning 


with Grenada and to, but not including, Jackson, Miss 


it is proposed to increase the rates on gum lumber 

cent per 100 pounds in cases where it now takes a rate 
of 1 cent lower than cottonwood. From these same 
stations oak lumber will continue to take a rate of 12 

cents per 100 pounds as against the rate of 11 cents 
upon both gum and cottonwood 
on this division of the Illinois Cen 


thus made to apply 
From other stations 
tral it is proposed to continue a rate of 12% cent per 
100 pounds now applicable on lumber of all kinds. There 
are thus violations of the fourth section in the lumb« 
to New Orleans as between stations south 
north of Jackson. 

changes from points south of Me! 
of increases in the rates 
lumber, as follows 


rates 
Grenada and 
The proposed 
phis are made solely by way 
upon gum lumber and cottonwood 
From stations on the line of the Illinois Central Railroad 
intermediate between Memphis and Grenada, Miss., 
is proposed to increase the rates on gum lumber fr 
10 cents to 12 cents, and the rates on cottonwood jumb: 
from 12 cents to 12% cents or 13 cents. Although it is 
stated in the brief for the carriers that the proposed 
changes are for the purpose of eliminating the diffe: 
ences between the rates on gum lumber and the rates 
on other hardwoods, it appears that it is proposed 
charge one-half cent in most cases and 1 cent in a few 
cases upon more oak and cottonwood from stations on 
this division. That is to say, the entire readjustmen! 
of rates, from the carriers’ viewpoint, should be made 
in any case where increases would 
inadvisable the readjustment is n 


nb 


by increases, and 
be impossible or 


attempted. 
Substantially the same policy is to be observed in 


the proposed changes in the rates from shipping points 
on the Yazoo & Mississippi Valley Railroad.. From th: 
stations on this line between Memphis and the junctions 
with the Southern Railway in Mississippi the rates (0 
New Orleans have been on gum lumber, 10 cents; 
cottonwood lumber, 11 or 12 cents; on oak and othe! 
sorts of hardwood lumber, 13 cents. From these si 
tins it is proposed that the rates upon gum lum! 
shall be increased to 12 cents, the proposed Memph 5 
basis; and that the rates upon cottonwood shall be i 
creased to 12 or 13 cents, the rate now taken from the 
stations by oak and other hardwood lumbers. Fro 
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and Macel, Miss., it is proposed that 
the gum lumber rate of 10 cents and the cottonwood 
ber rate of 11 cents shall both be advanced to 13 
the present rate on oak lumber. The importance 
of this variation from the general proposition that rates 
lumber from this territory shall be increased 
same as the proposed increase from 
Memphis, is evidenced by the statement in carrier’s 
prief that the largest hardwood mill in the world is at 
‘harleston, and that 55 per cent of the output of this 
is gum lumber. 
From the territory south of the line of the Southern 
Railway im Mississippi, extending from Greenville to 
Winona, and north of the line of the Alabama & Vicks- 
burg Railway, extending from Vicksburg to Jackson, the 
gum lumber to New Orleans is now -10 cents 
pounds, except from certain stations on the 
line of the Illinois Central Railway south of Winona, 
which, as hereinbefore noted, a rate of 12% cents 
is maintained upon all woods alike. It is now proposed 
the rate of 10 cents upon gum 


Charleston, Miss., 


ce Ss, 


on gum 


by 2 cents, the 


rate upon 
ne! 100 


from 


lumber from this 
territory to New Orleans shall be increased to 11 cents, 
the rate generally applicable to cottonwood lumber. The 
only other increases proposed from points on the Yazoo 
& Mississippi Valley in this territory are slight advances 
in the rates upon cottonwood from a few stations. It 
is proposed that the rate of 10% cents from these sta- 
tions now applicable to all hardwoods other than gum 
shall be increased to 11 cents (the proposed gum rate) 
for cottonwood, but that oak and other hardwoods shall 
be left on the lower basis. 

In connection with the advances from points south 

Memphis proposed by the Illinois Central and the 
Yazoo & Mississippi Valley railroads, the Southern Rail- 
way in Mississippi has also proposed certain advances 
on lumber from points on its line to New Orleans, which 
ire also suspended. This carrier proposes to advance 
all of its gum rates from 10 to 11 cents. Most of its 
rates on cottonwood are now 11 cents, but a few of them 
ire 12 and 13 cents, and it proposes to reduce these to 
ll cents. Meanwhile, its rates of 12% and 13 cents 
applying on other kinds are to be maintained. 


3. Rates From Helena and Arkansas City, Ark. 


From Helena, Ark., and Arkansas City, Ark., to New 
Orleans arate of 10 cents per 100 pounds is carried 
m gum lumber and staves, and a rate of 12 cents per 
100 pounds on cottonwood, oak and other lumber and 
staves. These rates apply from these points over a 
through route composed of the St. Louis, Iron Mountain 
& Southern and the Texas & Pacific railroads, and also 
ver the Yazoo & Mississippi Valley Railroad. It is 
proposed to advance the gum lumber and stave rat« 
from Helena to New Orleans to 12 cents per 100 pounds 
and the gum lumber and stave rate from Arkansas 
City to New Orleans to 11 cents per 100 pounds. The 
distance from Helena to New Orleans over the St. Louis, 
lron Mountain & Southern and Texas & Pacific railroads 
is 445 miles. The distance over the Yazoo & Mississippi 
Valley Railroad is 407 miles. The distance from Arkan- 
sas City to New Orleans over the St. Louis, Iron Moun- 
tain & Southern Railway and the Texas & Pacific is 
7 miles. 

4. The Rate From Alexandria, La. 

Alexandria, La., is 231 miles from New Orleans via 
the line of Morgan’s Louisiana & Texas Railroad & 
Steamship Co. and 194 miles via the line of the Texas 
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& Pacific Railway. The present rate upon lumber for 
export from Alexandria and points taking Alexandria 
rates to New Orleans is 7 cents per 100 pounds on lum- 
ber of all kinds. It is proposed to advance this rate 


to 9 cents per 100 pounds. 


The Fourth Section. 


For many years higher rates to New Orleans upon 
lumber have been maintained from intermediate points 
than from Memphis. Such higher rates have been 
charged throughout the time that the 10-cent rate estab- 
lished by the Commission in the Thompson Lumber Co. 
case has been in effect. These higher rates from inter- 
mediate points are to be found throughout the lumber 
shipping territory as far south of Memphis as the line 
of the Alabama & Vicksburg Railway extending from 
Vicksburg, Miss., to Jackson, Miss. For instance, from 
the territory north of the Southern Railway in Missis- 
sippi the rate upon gum lumber has been generally 10 
cents per 100 pounds, the same as the Memphis rate; 
but the rate upon cottonwood lumber has been 1 cent 
higher, or 11 cents per 100 pounds: and the rate upon 
oak and all other kinds of lumber has been generally 
3 cents higher, or 13 cents per 100 pounds. From the 
territory south of the Southern Railway in Mississippi 
and north of the line of the Alabama & Vicksburg Rail- 
way, extending from Vicksburg, Miss., to Jackson, Miss., 
the rate upon gum lumber has been carried at 10 cents, 
the same as from Memphis; the rate upon cottonwood 
has been 11 cents, or 1 cent higher than the rate from 
Memphis; and the rate upon oak and other kinds of 
hardwood lumber has ranged from 10% cents per 100 
pounds to 13 cents per 100 pounds. In this territory 
it is to be noted also that various violations of the 
fourth section are to be found in addition to these viola- 
tions appearing by comparison with the rate from Mem- 
phis. For instance, from Belzoni, Miss., the rate upon 
gum lumber is 10 cents per 100 pounds, and the rate 
on all other kinds of lumber is 11 cents per 100 pounds. 
From points south of Belzoni, however, and intermediate 
between it and New Orleans, rates as high as 12% 
cents per 100 pounds on lumber other than cottonwood 
and gum are maintained. 

Since the decision of the Thompson Lumber Co. case, 
supra, the fourth section of the Act to regulate com- 
merce has been rewritten by the Congress. It does not 
appear that the higher rates from intermediate points 
were brought to the attention of the Commission in the 
Thompson Lumber Co. case, and no mention is made of 
them in the report. They are before the Commission 
in this case, however, and the fourth section situation 
presented must be considered here. 


Car Detention at New Orleans. 


In this case, as in the Thompson Lumber Co. case, 
the carriers claim that the increased rates are to be in 
part justified by reference to the excessive detention of 
cars at New Orleans when loaded with property en 
route to foreign countries. The greater part of the 
lumber moving to New Orleans on the rates here con- 
sidered is for export. In the Thompson case the carriers 
submitted statements indicating that cars loaded with 
lumber for export were detained at New Orleans an 
average of 14 days. Just prior to the decision in that 
case the carriers adopted a rule by which the railroad 
would not permit property, including lumber, to be loaded 
for transportation under a through bill of lading more 
than 21 days prior to the time of steamship sailing. 
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The plan was abandoned after about one year, it being 
the view that it did not accomplish the purposes in- 
tended. No adequate showing is made by the record 
for the failure of this rule, and the Commission is left 
to surmise whether or not it was due to failure of the 
rail carriers to transport the cars to the port within 
the time limited or to the failure of the water carriers 
to keep their engagements. In the winter of 1911-12 
the demand for ocean tonnage appears to have been in 
excess of the supply. As a consequence the vessel 
capacity available for the water transportation of lum- 
ber from New Orleans was unusually inadequate, with 
the result that there was a costly congestion of forest 
products in the cars and on the docks at New Orleans. 
On March 11, 1912, the Illinois Central system was hold- 
ing at New Orleans 1,000 carloads of forest products 
intended for export, 744 of which were in the cars. 

In their brief the respondents alley that the car 
detention at New Orleans has increased since 1907, and 
they urge this as justification for a higher rate than 
was found to be reasonable in the Thompsun case. It 
must be said, however, that this allegation is not borne 
out by the record. In the Thompson case 1« was shown 
by the carriers that the average total detention at the 
port on lumber shipments in 1907 was 17.34 days. This 
was made up of the detention of 13.13 days on the cars 
and 4.21 days on the wharves. The carriers have not 
given figures as to car detention since that date except 
for the last four months of 1912, when it appears that 
the congestion was unusual. Even for this period, how- 


ever, according to their exhibit, while the total deten- 
tion of shipments at New Orleans was 21.4 days, the 


detention in cars was only 10.8 days. 

The detention of cars at the port is against the in- 
terest of everyone concerned. It makes the operation 
of the railroad’s terminals more costly without any 
adequate increase in revenue. It detains under load 
cars which are urgently needed by shippers, the deten- 
tion operating in times of car shortage to cause enor- 
mous losses to both consignors and consignees of prop- 
erty. It is evident that the remedy for such congestion 
must be devised and enforced by the rail carriers, but 
that in operation it will call for mutually helpful efforts 
on the part of the rail carriers, the ocean carriers and 
the shippers. It is clear that such congestions arising, 
as they do, partly from rail carrier inefficiency, partly 
from the indifference of the water carriers to the losses 
which fall upon others than themselves, and partly from 
short-sighted detention of cars by shippers, cannot be 
remedied by any increase in the rates for line trans- 
portation. If the charge for the detention of cars is to 
be found in the rate for the line transportation of prop 
erty, then every shipper paying such rate will have a 
justification for such delays as he may cause, and he 
will be without any incentive to promptly release equip- 
ment. The proper method of securing the release of 
cars is by the enforcement of fairly constructed car 
service rules, and to these and to an increase in their 
own efficiency the carriers in this case must look for 
relief from the intolerable car delays which have from 
time to time prevailed at New Orleans. 


Uniform Rates on All Hardwoods. 


The record and the briefs abound in statements by 
both the carriers and the shippers that the rates upon 
gum, cottonwood and oak should be the same. This 
seeming agreement is not helpful to the Commission, 
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however, for the reason that, with the shippers, it 
merely the premise for an argument that all rates shou! 
be reduced to the present gum basis, while with the « 
riers it is the premise to a counter argument that 
these rates should be raised to the present oak basis. 

The record and the briefs are in substantial accor 
in saying that gum lumber is less valuable than cott: 
wood, and that both gum and cottonwood are less valu- 
able than oak. It does not appear that the loss an 
damage claims upon any of these lumbers are of enoug! 
consequence to be figured in the rates. The cars en- 
gaged in this transportation are loaded to their cubical 
capacity. As oak is of higher specific gravity than the 
other lumbers here considered, it loads more heavily 
per car and returns larger revenues per car to the 
carrier. 


The record indicates that the lower rates upon gum 
lumber were made by the railroads at a time when that 
commodity was unknown in the market, and therefore 
unable to compete with better known and more desirable 
woods. At its own level of prices it is now firmly estab- 
lished in the markets of this country and £urope. 


The Commission, as will hereinafter appear, does 
not find the plan of the carriers, by which all readjust- 
ments in the rates here considered are to be made by 
increases, to be reasonable. It finds no transportation 
reason, however, for requiring carriers to maintain lower 
rates upon gum lumber than upon oak lumber from 
this territory to New Orleans. 


Increased Value of Lumber. 


The carriers claim that there has been a steady in- 
crease in the value of lumber since the decision in the 
Thompson Lumber Co. case. 

At the outset they disclaimed any right to increase 
their freight rates upon the ground that the lumber 
business had become more prosperous. Their contention 
simply is that in determining the reasonableness of rates 
the value of the commodity is one element to be con- 
sidered, and that if it can be established that the prices 
of lumber have advanced since 1907 this fact would tend 
to justify the proposed increase in rates. Several ex- 
hibits were filed showing that the prices on given grades 
of lumber have increased during recent years. This fact 
was admitted by the shippers. They claim, however, 
that the percentage of low-grade lumber shipped has 
been constantly increasing since 1907, so that the value 
of the average carload of lumber has not increased. 
The record shows that in 1907 very little cottonwood 
or gum was exported. To-day more than 50 per cent 
of the shipments of lumber from Memphis for export 
consists of these woods. Furthermore, even in the case 
of the more expensive hardwoods, such as oak and 
poplar, the lower grades, for which there was practically 
no demand in 1907, have been growing in popularity. 
Neither the respondents nor the objectors were able 
to show the volume of the different grades of each kind 
of lumber shipped in 1907 as compared with the corre 
sponding volume of the different grades in 1912. There 
is no satisfactory information by which to determ 
whether the avearge value per carload of all lumber 
exported from this territory in 1907 was less than thé 
average value per carload in 1912. One of the shippers, 
however, in response to a request made at the hearing, 
has since then filed a sworn statement showing t)at 
the average price per 1,000 feet of all lumber sold DY 
his firm in 1907 was $32.80, while in 1912 such averasze 
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price was only $29.15. Whether or not we accept this 
statement as representative, the record makes it clear 
that a mere comparison of the prices on particular 
grades of lumber in 1907 and 1912 is of no value in 
determining whether or not the value of the average 
carload of lumber has increased. The carriers, there. 
fore, have failed to show any increase in the value of 
lumber per average carload. 
New Competitive Conditions. 

The Illinois Central and Yazoo & Mississippi Valley, 
which are proposing the advances, also urge that, whereas 
in 1907 they had practically a monopoly of the lumber 
trafic from Memphis to New Orleans, new competitors 
which threaten to take part of this traffic from them 
have entered the field. The St. Louis, Iron Mountain 
& Southern Railway maintained up to 1912 a rate of 
12 cents from Memphis and made no effort to share 
in this traffic. In that year, however, this carrier and 
also the St. Louis & San Francisco Railroad, which had 
acquired trackage rights over the rails of this carrier 
and of the Texas & Pacific Railway, published the 10- 
cent rate to apply over their lines. While the movement 
over these new routes has been slight thus far, it is 
urged that this competition may decrease the tonnage 
of the Illinois Central and the Yazoo & Mississippi 
Valley, and that, on this account, the advance should 
be allowed. This is an argument to the Commission 
that increased competition is a justification for an in- 
crease of rates. The Commission is unwilling to accept 
such a startling doctrine with its consequences. If the 
railroads were free to transfer all their expenses of 
competition to their shippers they would be relieved 
from the necessity of exercising proper judgment and 
care in laying out new lines and in operating old ones. 
The result would be that the transportation systems of 
the country would be constantly growing burdens upon 
trade and industry instead of assistants thereto, finding 
their prosperity in proportion as they are wisely built 
and efficiently operated. 


Elimination of Competition. 


It appears, moreover, that by its method of con- 
structing rates, so far as lumber is concerned, the Illinois 
Central system has made Memphis largely, in effect, an 
inland and non-competitive point served only by it. 

per cent of the lumber shipped from Memphis 
is manufactured there from logs received by rail from 
forests on the Illinois Central system. For the trans- 
portation of these logs to the mills at Memphis this 
system collects rates from which substantial refunds are 
made if the product thereof is forwarded via its lines. 
Rival railroads and rival water carriers in seeking to 
transport lumber from Memphis thus find that at equal 
rates they can secure little tonnage, for by patronizing 
them shippers would lose the refund from the log rates 
Which can be secured by shipping via one of the lines 
f the Illinois Central system. In effect, therefore, to 
t} extent of 80 per cent of the lumber tonnage this 
railroad system has eliminated all rival carrier com- 
petition by water as well as by land from the trans- 
portation field at Memphis. 


Oo 


Increased Operating Expenses. 


The respondents laid particular emphasis on the al- 
leged fact that between 1907, when the Thompson case 
was decided, and the present they have suffered a sub- 
Stantial decrease in their earning power owing to large 
increases in their operating expenses. 
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For the purpose of showing increased operating ex- 
pense statements were filed purporting to show the 
freight train expense per 100 freight-train miles and per 
1,000 ton-miles for the Illinois Central and the Yazoo & 
Mississippi Valley in 1912 as compared with 1907. The 
statement may be summarized as follows: 

Illinois Central. 


1907. 1912. 

Total freight-train expense $7,217,625.11 $8,334,050.68 
Freight-train expense per 100 freight- 

train miles 47.75 
Freight-train expense per 1,000 ton- 

miles .43 AT 


Yazoo & Mississippi Valley. 
1907. 1912. 
Total freight-train expense ...........$1,180,306.97 $1,272,273.71 
Freight-train expense per 100 freight- 
train miles 40.80 45.81 
Freight-train expense per 1,000 ton- 
miles .49 57 
Upon their face these statements indicate that the 
freight train expense per 100 freight-train miles has 
increased 20 per cent on the Illinois Central and over 
12 per cent on the Yazoo & Mississippi Valley, and that. 
the freight train expense per 1,000 ton-miles has in- 
creased over 9 per cent on the Illinois Central and over 
16 per cent on the Yazoo & Mississippi Valley. The sig- 
nificance of this showing, however, is doubtful for the 
following reason: In this statement, as in others filed 
by the respondents, the year of 1907 is compared with 
the abnormally poor year of 1912. That the results would 
have been quite different if 1907 were compared with 
1911 is evidenced by the following comparison of totals 
which enter into their computations: 


1907. 1911. 1912. 
Illinois Central: 

Total freight-train miles.. 
Number of ton-miles of 

revenue freight 
Yazoo & Mississippi Valley: 
Total freight-train miles.. 
Number of ton-miles of 

revenue freight 


17,846,876 18,127,028 
6,592,022,619 6,682,827,558 6,210,461,853 
2,638,484 ,635,799 


2,511,931 


918,668,142 1,008,363,903 789,594,052 


The following figures are taken from the annual 
reports made to the Commission by the carriers named. 
They indicate that the financial condition of these car- 
riers has shown steady improvement since 1907, except 
for the fiscal year 1912. It should also be noted that 
the figures shown for the first six months of the fiscal 
year 1913 on the Yazoo & Mississippi Valley indicate a 
very. great improvement over 1912. 


THE YAZOO & MISSISSIPPI VALLEY RAILROAD. 
Year Ending June 30. 
Net 
Operating 
tevenue Operat- 
Per Mile ing 
of Road. Ratio. 
1,686 73.26 
1,801 73.14 
1,894 73.69 
1,388 80.61 
1,468 80.84 
1, 
1, 
1, 


Total Total 
Operating Operating Total Net 
Revenue. Expenses. Revenue. 
1903 .......$ 7,330,085 $5,370,207 $1,959,878 
1904 7,868,33 5,754,586 2,113,748 
1905 8,670,245 6,388,874 2,281,370 
1906 8,671,250 6,989,916 1,681,334 
9,499,659 7,679,720 1,819,939 
9,836,093 8,062,932 7 
3,602 8,136,087 266 82.05 
453 7,922,755 . 634 77.45 
9,794 7,437,045 3,382, 2,468 68.67 
,862 7,940,814 ,696, 1,232 82.40 


337 81.88 


Six months 
ending 
sam. 1, 
1913 ..... 5,692,365 1,430,079 
ILLINOIS CENTRAL LINES (SOUTHERN LINES). 
Year Ending June 30. 
Net 
Operating 
Total Total Revenue Operat- 
Operating Operating Total Net Per Mile ing 
Revenue. Expenses. Revenue. of Road. Ratio. 
1903 .......$16,193,849 $10,624,240 $5,569,609 65.61 
1904 17,211,789 11,995,527 6 ‘ 69.69 
1905 18,857,105 18,142,316 5 788 . 69.69 
1906 19,361,339 14,171,567 5,189, 3,¢ 73.20 
1907 21,853,109 6,238,086 § 5,025 3, 74.31 
1908 ....... 21,058,544 5,319,575 3,475 74.59 
1909 ....... 21,737,612 15,574,28:% 3,328 3, 71.40 
Ee 23,870,128 : 4 .395,67 3, 72.86 
24,957,421 2,92 ; 67.94 
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In connection with the evidence offered, to show 
increased operating expense and decreased revenue, it 
is also of interest to note the following figures taken 
from exhibits filed by the respondents showing that 
while for 1912 as compared with 1907 the operating ex- 
penses of the Illinois Central south of the Ohio River 
have slightly increased per unit, those of the Yazoo & 
Mississippi Valley have been substantially reduced. 


Per Mile of Road. 1907. 1911. 1912. 


Illinois Central— ee 
Maintenance of way and structures....$ 2,122 $ 1,898 $ 1,300 
Maintenance of equipment ..........-. 2,527 2,945 Ett 
Conducting transportation .........++-- 5,900 4,597 5, Lat 
General expenses and traffic........... 324 663 680 

Total operating expenses .....--.. $10,923 $10,103 $10,991 
Percentage of expenses to gross re- — i mt 
ceipts ee On Eee ace, 74.31 67.94 78.09 
De askbewa eee) ; 4.31 , 8.0 
Repairs and renewals per engine-mile. $7.57 $10.69 $12.34 


tepairs ¢ snewals per freight-car- . 
Repairs and renewé I g sas “ -_ 


BE oven cancesgcce Weegee se cees eens ste eeee 09 9: 0 
Operating expenses per train-mile.... 1.4122 1.39 1.58 


razoo & Mississippi Valley— : 
7 nee aeuueee 7% way and structures...$ 1,787 $ 1,431 $ 1,435 
Maintenance of equipment .......... 1,092 1,095 1,055 
Conducting transportation ............ 3,077 2,543 2,910 
General expenses and traffic.......... 242 341 371 








Total operating expenses ......... $ 6,198 $ 5,410 $ 5,771 


-e » s ross re- 
ee en nc he i ae 
Repairs and renewals per engine-mile. $5.96 $9.04 $8.40 
Repairs and renewals per freight-car- a : 
MR) 6 ce ce ee eee eRnenes met ones ha dhe 1.13 1.06 .96 
Operating expenses per train-mile.... 1.62 1.51 1.67 


The figures for 1912 are admitted by the respondents 
to be abnormal, owing to strike conditions and the ex- 
tensive floods. It will be noted that if the figures for 
1911 are compared with 1907 the operating expenses 
per unit of both of these carriers have been substantially 


reduced. 

The conclusion is that the conditions of this traffic 
have not so changed since the report in the Thompson 
Lumber Co. case as in themselves to justify any increase 


in the rates here considered above the figure there 


found to be reasonable. 
1. The Rate From Memphis and the Fourth Section. 


The fourth section of the act as amended must, 
however, now be considered. The Commission is not able 
to find any lower rate for the transportation of lumber, 
staves and heading from Memphis to New Orleans than 
is contemporaneously maintained from Memphis to in- 
termediate points, or from intermediate points to New 
Orleans, to be reasonable. It is of the opinion also 
that the Illinois Central system is entitled to retain 
substantially its present revenues from this part of its 
lumber transportation. The Commission feels con- 
strained, therefore, to allow the increase of the rate on 
all kinds of lumber, staves and heading in carloads 
from Memphis to New Orleans to 12 cents per 100 pounds. 
This is found to be the reasonable rate for this trans- 
portation, and therefore no higher rate should be main- 
tained to or from intermediate points. 

The fourth-section appiications of the [Illinois Central 
Railroad and the Yazoo & Mississippi Valley Railroad 
relating to these rates on lumber, staves and heading 
will be denied by appropriate order. 

The other carriers from Memphis to New Orleans 
whose rates are here under suspension have made prac- 
tically no showing by way of justification for their pro- 
posed increases. Each of these carriers, however, pre- 


sents a separate question under the fourth section. The 
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record is entirely clear that they do not make the ra 
to New Orleans, but meet at Memphis, as best they can, 
the competition of the Illinois Central system. Th 
will not, therefore, be included in the order, but will 
left to suggest such readjustments of their proposed 
rates as they may choose after consideration of the 
order herein. 


2. The Rates From Points South of Memphis. 


From shipping points on the Illinois Central Railroad 
and the Yazoo & Mississippi Valley Railroad south of 
Memphis, east of the Mississippi River, and on and 
north of the line of Southern Railway in Mississippi, 
including branch-line points, it is the view of the Com- 
mission that the proposed advances have been justified 
only in so far as they make rates not higher than 11 
cents per 100 pounds. From points on the Yazoo & 
Mississippi Valley Railroad and the Illinois Central Rai! 
road south of the Southern Railway in Mississippi it is 
the conclusion of the Commission that the advances pro- 
posed have not been justified and should be canceled. 

The Southern Railway in Mississippi extends fron 
Greenville, Miss., eastward to Columbus, a distance of 
168 miles, with four short branches running from it 
From all points on this line the present rates on gum 
are 10 cents, and the rates on cottonwood vary, being 
in most cases 11 cents, but in a few instances 12 and 
13 cents. It is proposed to make the rates on cotton- 
wood and gum from all points on this line 11 cents, and 
to reduce the rate on staves and heading from a few 
points on this line from 13 to 12 cents, while at the 
same time maintaining the present rates of 12% or 13 
cents which apply on other kinds of lumber. No objec- 
tion has been made by any shipper located on this line 
to the proposed advances, but since this carrier is forced 
by competition to meet the rates maintained by the 
Illinois Central and the Yazoo & Mississippi Valley at 
junction points, it chose to request that its rates be 
suspended so that its interest in the proposed advances 
might be fully presented in this investigation. During 
the last six months of 1912, 103 carloads of lumber, 
chiefly gum, were shipped from points on this line to 
New Orleans. It was testified that the traffic on this 
road is light, and that parts of the road are subject to 
flood conditions each year. Furthermore, shipments orig 
inating on this line must move over a two or three line 
haul to reach any of the Gulf ports. It appears that the 
average earnings per ton-mile on all freight carried by) 
the Southern Railway in Mississippi for the year ended 
June 30, 1912, was 12.1 mills, while the earnings on 
lumber carried to New Orleans under the present rates 
would range from about 5 to 9 mills. This carrier is 
proposing no increases in its rates on hardwood to New 
Orleans, except an increase in the gum lumber rate fron 
10 cents to 11 cents. This increase is found to be jus- 
tified. No order under the fourth section applications 
of this carrier will be here made, for the reason that its 
line extends east and west, and with its connections 
makes a circuitous route to New Orleans. 

3. Rates From Helena and Arkansas City, Ark. 


The present rate from Helena and Arkansas Cit) 
Ark., is 10 Gents on gum lumber and staves and 1 
cents on hardwood lumber and staves other than gun 
These rates apply from these points over the § 
Louis, Iron Mountain & Southern to Ferriday an‘ 
thence over the Texas & Pacific to New Orleans. Th 
rate from Helena also applies over the Yazoo 
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Mississippi Valley to New Orleans. It is proposed to 
advance the gum rates from Helena to 12 cents, and 
from Arkansas City to 11 cents. The distance from 
Helena to New Orleans over the St. Louis, Iron Mountain 
& Southern Railroad is 445 miles, and over the Yazoo 
& Mississippi Valley Railroad 407 miles, and from Arkan- 
sas City over the St. Louis, Iron Mountain & Southern 
miles. Thus, the haul from Helena is about the 
same in length as the haul from Memphis. Upon the 
whole record we find that the proposed advances on gum 
lumber, staves, and headings from these points to New 


Orleans have been justified. 


is 357 


4. The Rate From Alexandria, La. 

The advances west of the river apply on lumber, 
staves, and headings from Alexandria, La., to New 
Orleans over Morgan’s Louisiana & Texas Railroad & 
Steamship Co., a distance of 231 miles, and from Alex- 
andria and a few points south thereof over the Texas 
& Pacific Railway, a maximum distance of 194 miles, to 
New Orleans. The present rate from these points is 7 
cents. It is proposed to advance this rate to 9 cents 
per 100 pounds. , 

As justification for the advance from Alexandria the 
carriers relied upon the allegation that this rate was 
originally introduced as a summer rate, designed to 
stimulate the movement of lumber at a time when equip- 
ment was idle. From the record it appears that the 7- 
cent rate applicable on lumber for export w@s first intro- 
duced by Morgan’s Louisiana & Texas Railroad & 
Steamship Co. in 1905, to apply from April 1 to Septem- 
ber 30. During the succeeding summers this line con 
tinued to restore this rate, always reestablishing the 9- 
cent rate when the fall movement began. The Texas & 
Pacific Railway Co. first published the 7-cent rate in 
1909, to meet that offered by the M. L. & T. Neither of 
these companies published the 7-cent rate during the 
year 1910, and the Louisiana Railway & Navigation Co., 
which is the short line between Alexandria and New 
Orleans (the distance being 184 miles), has never pub- 
lished it. The 7-cent rate, it is said, was first introduced 
as a permanent rate by the Texas & Pacific Railway in 
1911. When the Texas & Pacific published it without 
time limit, the M. L. & T. then met the rate. 

The respondents relied chiefly, however, on compari- 
lumber rates that had 
other cases to 


proposed rate with 
this Commission in 
distances. In the cases cited 
manifest, however, that the 
which are of importance in 


of the 
prescribed by 
apply for corresponding 
by the respondents it is 
transportation conditions 
the determination of the reasonableness of a rate 
quite different from those involved in the present 
There ig the further difference between those cases and 
the present that here the burden of 
the carriers while there it was upon the complainants. 
A rate which the Commission would not feel warranted 
in condemning upon a particular record might be higher 
than the carriers could justify if the burden were upon 
them. 

It appears that much of the lumber carried from 
Alexandria is held to the rails of the carriers trans- 
porting the logs from the forests by transit arrangements 
substantially identical with the one at Memphis here- 
inbefore mentioned. 


sons 


been 


were 
case. 


proof rests upon 


a 


The shippers call attention to the present rate of 7 
cents on lumber from Alexandria to New Orleans for 


local delivery. This is a state-made rate. The carriers 
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insist that it is not a measure of the reasonable rate to 
New Orleans for export. It is further contended that 
even if 7 cents were a reasonable charge for the local 
haul a higher export rate is warranted, because of the 
additional cost of the service involved in carrying lum- 
ber for export. For example: On local shipments to New 
Orleans delivery is commonly made on team tracks or 
by one switching. In the case of export shipments, 
however, the carriers west of the river must cOmmonly 
switch the cars to their yards at Westwego and there 
hold them until a ship is ready to receive their contents 
at the city docks, and then a further switching service, 
costing from $2 to $8 per car, which must be absorbed 
by the carriers, is frequently necessary. Again, on do- 
mestic shipments only 48 hours free time is allowed, 
whereas on shipments for export delays to equipment 
similar to those heretofore described are suffered. This 
matter of car detention has been fully described. For 
all of these reasons the respondents insist that the ad- 
ditional cost of the service peculiar to export traffic 
justifies a rate on export shipments of lumber from 
Alexandria to New Orleans of 9 cents per 100 pounds. 

The shippers also show that the Morgan’s Louisiana 
& Texas Railroad & Steamship Co. publishes a rate of 
6 cents applicable on lumber from Alexandria to New 
Orleans when destined to seaboard points beyond. 

The rate which it is proposed to advance is over a 
one-line haul, and the record shows that considerable 
traffic moves under it. The average eainings per ton- 
mile on al] lumber carried by the Morgan’s Louisiana 
& Texas Railroad & Steamship Co. in 1912 was 8.71 
mills and by the Texas & Pacific was 7.41 mills. The 
present rate of 7 cents, yielding earnings per ton-mile 
of only 6.06 mills over the Morgan’s Louisiana Texas 
Railroad & Steamship line and 7.21 mills over the Texas 
& Pacific Railway, is therefore somewhat below the av- 
erage earnings of both of these carriers on lumber. 

On the whole record it is our conclusion that the 
respondents have justified some advance in this rate, 
but that the proposed advance of almost 30 per cent 
is not warranted. We find that the advanced rate is 
not justified to the extent that it exceeds 8 cents. 

Many points made by the contending parties in the 
record, brief, and arguments, other than those here dis- 
cussed, have been considered. Enough has been said, 
however, to indicate the Commission’s views on the sit- 
uation presented. ~Oders will be issued in accordance 
with the views here expressed. 


ORDERS. 


Investigation and Suspension Docket No. 184. 


Parts of First, Third, Fourth and Fifth Supplemental 
Orders in |. & S. No. 184 Relating to Rates from Mem- 
phis and Other Points on Lumber, Staves, and Head- 
ings to New Orleans. 

It appearing, That by orders issued on Dec. 11, 1912, 
the Commission entered upon an investigation concern- 
ing the propriety of the advances and the lawfulness of 
the charges, rates, regulations, and practices stated’ in 
schedules contained in the following tariffs, among others: 
M. P. Washburn, agent, supplement 13 to J. C. C. No. 
86; Illinois Central Railroad Co., The Yazoo & Mississippi 
Valley Railroad Co. supplement 20 to I. C. €. No. 4278; 
Louisville & Nashville Railroad Co. supplement 9 to I. 
C. C. No. 260, and supplement 11 to I. C. C. No. A-11573; 
The Missouri Pacific Railway Co., St. Louis, Iron Moun- 





142 iit: 
tain & Southern Railway Co. I. C. C. No. A 222; St. 
& San Francisco Railroad Co. Supplement 12 to I. C. ¢. 
No. 6190, and Southern Railway Co. in Mississippi I. C 
C. No. 295; and ordered that the operation of said sched- 
ules contained in said tariffs be suspended until March 
31, 1913; , 
19138, 
investigation concs rning the 
and the 
rates, regulations, and practices stated in sched 


Louis 


It further appearing, That on January 15, the 


Commission entered upon an 


propriety of the advances the lawfulness of 


charges, 
ules 


contained in the following tariffs: Morgan's Louisi- 


ana & Texas Railroad & Steamship Co., Louisiana Western 


Railroad Co., I. Cc. G. No. 2738-B, and ordered that the 
operation of said schedules contained in said tariff be 
suspended until March 31, 1913: 

It further appearing, That on Feb. %, 1913, the Com 
mission entered upon an investigation con erning the 
propriety of the advances and the lawfulness of the 
charges, rates, regulations, and practices stated in sched- 
ules contained in the following tariff: The Texas & 
Pacific Railway Co. supp.ement 3 to I. C. GC. No. 2014; 
and ordered that the operation of said schedules con- 
tained in said tariffs be suspended until March 21. 1913. 

It further appearing, That on March 27, 1913, the 
Commission further suspended to Sept. 30, 1913. the opera 


the tariffs above 
No. 221 


supplement 


of the schedules contained in all of 
except schedules in item page & 
of said Illinois Central Railroad Co. No. 
on page 6 of said Illinois Central Railroad Co. supplement 
No. 20 to I. C. G. No. 4278, and also excepting all sched- 
ules in said St. Louis & San Francisco Railroad Co. sup- 
plement No. 12 to I. C. C. No. 6190 other than those 
forth in item No. 520-A page 7 thereof; 

And it further appearing, That a full investigation 
of the matters and things involved has been had, 
Commission on the date hereof. and 
findings of fact 
report is hereby 


tion 
described on 


221 


set 


on 


and the 
filed a 
conclusions 


has, made 


report containing its and 
which 
part 
It is ordered, That the order of the 
pending until Sept. 30, 1913, the 
contained in M. P. Washburn, agent, supp.ement 13 to I. 
C. C. No. 86: The Missouri Pacific Railway Co.: St. 
Iron Mountain & Southern Railway Co. I. ©. Cc. 
2222; St. Louis & San Francisco Railroad Co. supplement 
12 to I. C. C. No. 6190; Southern Railway Co. in Mis- 
sissippi I. C. C. No. 295 and Louisville & Nashville Rail- 
road Co. supplement 9 to I. C. C. No. 260, and supplement 
l1 to I. C. GC No. A-11573, be, and they are 
cated and set aside as of Aug. 20, 1913. 


said referred to and 


hereof: 


thereon, 
made a 
Commission sus 
operation of schedules 


Louis, 
No. A- 


hereby, va 


Central Rail 
Railroad Co., 


It is further ordered, That the Illinois 
road Co. and the Yazo & Mississippi Valley 
respondents herein and named in said order of suspension. 
be, and they are hereby, notified and 
on or before Aug. 20, 1913. upon notice to the Interstate 
Commerce Commission and the general public by 
less than five days’ filing and posting in the pre- 
scribed in section 6 of the act to regulate commer e, of 
supplements to or reissues of the tariffs designated in 
said order of suspension, schedules in said Illinois Central 
Railroad Co., The Yazoo & Mississippi Valley Railroad 


required to cancel 


not 
manner 


Co. supplement 20 to I. @. C. No. 4278, which sropose 
advances in the rates on lumber, staves, and headings 


from points on their lines in Mississippi to New Orleans. 

It is further ordered. That the Illinois Centra] Rail 
road Co. shall establish, upon like notice, and for a period 
of two years from Aug. 20, 19138, 


apply to the transpor- 
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tation of gum lumber, Staves, and headings, and that ; 
Railroad Co. shall establi 
and for a period of two years from Aug. 20, 1913, ap) 
to the transportation of gum and cottonwood lumb. 
and heading, from points on their respecti 
lines in Mississippi located on and north of the Southe 
Railway in Mississippi, including branch-line points, 
to New Orleans which shal] not exceed 11 cents 


Yazoo & Mississippi Valley 


Staves, 


rat 
per | 
pounds. 

It is further ordered, That the 


Co. 


Illinois Central Ra 
and the Yazoo & Mississippi Valley Railroad ( C, 
establish 


road 
shall upon like notice, and for a period of ty 

years from Aug. 20, 1913, appiy to the transportation 0: LI 
gum lumber, and heading from points on the 

respective lines in Mississippi, including branch-line points 

south of junctions with the Southern Railway in Mi 

rates to New Orleans which shall not exceed 


Staves, 


sissippi, 


cents per 100 pounds. 
It is further ordered, That Morgan’s Louisiana & 
Texas Railroad & Steamship Co. and Texas & Pacifi: 


Railway Co., respondents herein and named in the said 
order of suspension, be. and they are hereby, notified 
and required to cancel, on or before Aug, 20,1912 (upor 
notice to the Interstate Commerce Commission and th: Sor 
genera! public by not less than five days’ filing and 
posting in the manner prescribed in section 6 of the act 
to regulate commerce, of supplements to or reissues o BY 
the tariffs designated in said order of suspension). th. 
schedules cohtained in Morgan’s Louisiana Texas Rail rati 
road & Steamship Co., Louisiana Western Railroad Co filec 
I. C. C. No. 2738-B and Texas & Pacific Railway Co fen 
supplement 3 to I. GC. @. No. 2014, which propose ad cent 
Vances in rates on lumber. staves and heading fron Ark 
Alexandria, Louisiana, and nearby points on its line | on 
New Orleans. Sept 
It is further ordered, That Morgan's Louisiana & crim 
Texas Raiiroad & Steamship Co. and The Texas & Pacifi 
Railway Co. shall establish, upon like notice, and for ship 
reriod of two years from Aug. 20, 1913, apply to th Bert 
transportation of lumber, staves, and heading from Alex inter 
andria, Louisiana, and nearby points on its line at present parti 
taking the same rates to New Orleans, rates not in ey relie’ 
cess of 8 cents per 100 pounds. 
And it is further ordered. That a copy hereof b: i 
forthwith serevd upon M. P. Washburn, agent, and upol publi 
the carriers’ respondents herein and named in said “tres 
orders of suspension, and that a copy hereof be filed wit noi 
said tariffs in the office of this Commission. er 4 
Fourth Section Order No. 3012 Ark., 
Portions of applications Nos. 2045 and 2043 ask f a 
authority to continue rates on lumber, staves and head vate 
ing from Memphis and other points in Tennessee and Carrie 
po:nts in Mississippi on the lines of Illinois Central Rai cents 
road Co. and the Yazoo Mississippi Valley Railroad ( the ¢ 
to New Orleans, La., which are lower than rates cou Iron 
‘emporaneously in effect from, to, or between interme: throug 
diate points. made 
A public hearing having been held, and full inve ceod 
tigation of the matters and things involved in thes F 
portions of said applications having been made, and t! ul : | 
Commission having, on the date hereof, made and filed beforg 
a report containing its findings of fact and conclusion evide 
thereon, which report is hereby referred to and made Moun 
part hereof: G 
It is ordered, That those portions of said application conne 
Nos. 2045 and 2043, which seek authority to continue press 
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staves and heading from Mem- 
Tennessee and points in Mis- 
ssippi on the lines of the above-named respondents 
New Orleans, La., than the rates contemporaneously 
effect from, to, or between intermediate points be, and 
e same are hereby, denied, effective Aug. 20, 1913. 


wer rates on lumber, 


his and other points in 


NO COTTON RATE DISCRIMINATION 


CASE NO. 3595, OPINION NO. 2373 
(27 I. C. C. Rep., P. 496.) 
LESSER-GOLDMAN COTTON COMPANY ET AL. VS. 
ST. LOUIS, IRON MOUNTAIN & SOUTHERN 

RAILWAY COMPANY ET AL. 


Submitted May 15, 1911. 


ymplainants seek reparation for an alleged unreasonable and 
unjustly discriminatory rate paid on shipments of ‘‘concen- 
trated”’’ cotton from Arkansas points to Boston, Mass., and 
other eastern points during the year from Sept. 1, 1908, to 
Sept. 1, 1909; Held: That the record fails to show that the 
rate in issue was unreasonable or unjustly discriminatory 
at the time it was-charged. Complaint dismissed. 


Decided June 20, 1913. 


Lewis & Rice for complainants. 
Jeffrey for St. Louis, 
Co. and others. 


James C. Iron Mountain & 


Southern Railway 


Report of the Commission. 


BY THE COMMISSION: 


above-named complainant, a Missouri corpo- 
offices at St. Louis, Mo., in its 
1910, alleges that 
transportation of “local” or 
certain points in the 
and other eastern points 
September 1, 1908, 


and 


The 
petition 
charges by de- 


with 
October 18, 
the 
cotton 
Boston, 
moving 
1909, 


ration, 
filed 

fendants for 
centrated” 
Arkansas to 
on shipments 
September 1, 
criminatory. 


“con- 
from state of 
Mass., 
between 
unreasonable 


asked. 


and 
were unduly 
Reparation is 
18, 1910, A. L. Wolff & Co., a copartner 
of Adolph L. Wolff, Maurice Stern, 
were allowed by the Commission to 
complainant. 
ask 


October 
consisting 
Stern, 


ship and 
Bertolph 
intervene The co- 


the 


made parties 
same complaint 


complainant. 


and be 
the 
original 


make and same 


the 


partners 
relief as 
November 1, 1906, until September 1, 1908, 
Iron Mountain & Southern Railway Co. 
which the 


cotton 


From 
the St. Louis, 
published tariffs in 
transit’ or “through” 
than on “local” or 
while the freight 
Mass., 93 cents 


rate on 
100 


transportation 
was 3 cents 

“concentrated” 
from Little 
per 100 

was 90 cents on “through” 
was paid by the 
and 10 


per 

cotton 
Rock, 

pounds 


pounds less 


For example, rate 
Ark., to Boston, 
on “concentrated” 
Out of these 
the compress on 
“through” cotton. 
were paid the compress by 
& Southern out of its 


the 


was 
cotton, it 
13 cents 
“concentrated” 
It further appears that 
the St. 
portion of 


cotton. rates 
carriers to 
cents on the 
the charges 
Mountain 
through rate; 
parties 
ceeding. 


the 


Louis, 


Iron the 


which were 


this 


other carriers 


not necessary to 


therefore, 


defendant pro 


made are 


From September 1, 1908, to September 1, 1909, 
the tariffs carried the same rates and provisions as 
before with respect of cotton, but it appears from the 
that during that year the St. Louis, Tron 
Mountain & Southern did not pay to the compress the 
|) cents named in its tariffs for services rendered in 
onnection with “local” but paid to the 
both 10 cents per 100 pounds. 
lt is around this greater charge on “local” cotton during 


evidence 


cotton, com- 


ess on classes of cotton 
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that this 
the rates on 


controversy centers. 
cotton in any 


the year in question 
No complaint is 
other respect. 


made of 


although there was an 
“local” cotton over the 
November 1, 1906, up 
is made of unrea- 


It is to be observed that 
additional charge of 3 cents on 
charge on “through” cotton from 
to September 1, 1908, no complaint 
during that period, nor is it charged by 
that there was any discrimination. The 
assert that they were enabled to make a 
advantageous contract with the Arkansas com- 
for the cotton-shipping year beginning 
1908, and that compression of both 
was done for 10 cents. Copy of this 
submitted in evidence. It appears, 
the defendant ceased to pay the 
the “local’’ cotton the compress 
rearranged their schedules and 
made a charge to the shipper of 15 cents a bale on 
“local” cotton more than was charged by them for 
compression of “through” cotton. This amounted to 
substantially 3 cents per 100 pounds, the average cot- 
bale weighing 500 pounds. It is the contention of 
that the 8 cents collected from them by 
the St. Louis, Iron Mountain & Southern and not 
paid to the compress companies was for a_ service 
rendered by or for the carrier and should be 
them as reparation. 
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therefrom, as well as from compress points in Okla- 
homa, Louisiana, and Texas. 

It is to be remembered that this is a proceeding 
seeking only to secure an award of reparation, the 
sum being about $21,000. Future rates and charges are 
not involved. The record is not convincing that the 
rate in issue was unreasonable or unjustly discrimina- 
tory at the time it was charged. Therefore the claim 
for reparation must be denied and the complaint dis- 
missed. It will be so ordered. 


THROUGH ROUTE OVER ELECTRIC LINE 
CASE NO. 5217 OPINION NO. 2374 
(37. 4. C. C... Bam, P... 490.) 
LOUISVILLE BOARD OF.TRADE ET AL. VS. IN- 
DIANAPOLIS, COLUMBUS & SOUTHERN TRAC- 

TION CO. ET AL. 
Submitted March 6, 1913. Decided May 29, 1913. 


Through routes and joint rates established over interurban 
electric lines between Louisville and points in Indiana, in- 
cluding Indianapolis, a reasonable necessity therefor being 
shown. 


Louis B. 
plainants. 

Edward P. Humphrey for Indianapolis & Louisville 
Traction Railway Co. 

Hines & Norman and Flexner & Gordon for In- 
dianapolis, Columbus & Southern Railway Co.; Inter 
state Public Service Co.; Louisville & Northern Rail- 
way & Lighting Co.; and Louisville & Southern In- 
dianapolis Traction Co. 

Matson & Gates for Indianapolis Freight Bureau 
and other interveners. 


Wehle and Wehle & Wehle for com- 


Report of the Commission. 


HARLAN, Commissioner: 

The reported decisions of this Commission embrace 
many cases in which relief was asked at our hand 
because the carriers themselves had failed or for 
some reason had refused to “establish through routes 
and just and reasonable rates applicable thereto” in 
acordance with the general mandate of section 1 of 
the act. In some of these proceedings all the parties 
in interest were steam railroad companies; in others 
the proposed routes comprised boat lines as well as 
steam railroads; and in several cases electric railroads 
have sought through routes in connection with steam 
railroads, Cedar Rapids & Iowa City Ry. Co. vs. C. & 
N. W. Ry. Co., 13 I. C. C., 250; Chicago & Milwaukee 
Electric R. R. Co. vs. I. C, R. R, Co. 13 I. C. C., 20; 
Cincinnati. & Columbus Traction Co. vs. B. & O. S. W. 
R. R. Co., 20 I. C. C., 486. [Traffic World, April 8, 
1911, p. 597]. In one case at least a through route 
has been established by the Commission over an elec- 
tric railway operating in connection with a boat line. 
Benton Transit Co. vs. B. H. St. J. Ry. Co, 13 L C. 
C., 542. This is the first case of that character involv- 
ing only electrically operated railways, or what is 
familiarly known as interurban lines. The objections 
interposed by the principal defendants to the granting 
of the prayer of the complaint are novel, but the 
principles decisive of the issues raised are well 
established. 

The Geographical Situation. 

From Louisville on the south bank of the Ohio 
River in the state of Kentucky, to Indianapolis, in the 
State of Indiana, the direct standard steam railroad 
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of the Pennsylvania lines is paralleled through its entire 
distance of about 117 miles by a physical through route 
composed of the following traction or interurban elec. 
tric railways: The Louisville & Southern Indiana Trac 
tion Co. operates across the river between Louisville 
and Jeffersonville, a distance of 3 miles. At the latter 
point it connects with the Louisville & Northern Rail 
way & Lighting Co., the lines of which extend a dis 
tance of 11 miles to Sellersburg; from this point the 
lines of the Indianapolis & Louisville Traction (o 
extend some 41 miles to Seymour, where they connect 
with the Indianapolis, Columbus & Southern Traction 
Co. The rails of that line extend from Seymour to 
Indianapolis, a distance of 61 miles. The last named 
line is now operated by the Interstate Public Service 
Co. under a 999-year lease. The latter company, to 
gether with the two lines first above mentioned that 
form the route running northward out of Louisville to 
Sellersburg, are owned or controlled by the Middle 
West Utilities Company, which seems to be a holding 
company embracing many lines of traction railway in 
the state of Indiana and elsewhere that are commonl) 
referred to as the Insull lines. The Indianapolis & 
Louisville Traction Railway Co. from Sellersburg to 
Seymour, however, is a wholly independent company 
In other words, the two lines running north out of 
Louisville and the line extending south from Indianap- 
olis are under a common control, while the connecting 
link between them is independently owned, a fact that 
will be referred to more fully hereafter. 


Indianapolis a Trolley Center. 

From the city of Indianapolis a great network of 
interurban lines extends in every direction, with an 
aggregate, as it said, of nearly 2,000 miles of track, 
reaching practically all the western, northern, and east 
ern portion of Indiana, as well as southern Michigan 
and western Ohio. Some twenty of these companies 
with lines in the states of Indiana and Ohio, are 
named as co-defendants herein. All of them, including 
the lines from Louisville to Indianapolis, while prim 
arily carriers of passengers, also participate in varying 
degrees of activity in the handling of less-than-carload 
freight business; and many, if not all, of them have 
tariffs on file with this Commission naming their local 
freight or express rates and in some cases showing 
also joint rates with connecting electric lines. 

The Louisville commercial interests in this pro 
ceeding ask for an order establishing through routes 
for less-than-carload traffic to points north of Seymour, 
and more particularly to Indianapolis and interurban 
railway points reached through Indianapolis. Over 
such through routes, when established, they ask for 
joint rates that shall not exceed the present rates of 
the steam railways on the same articles to the same 
points. In this connection it may be noted here that 
the local rates of the various defendants now in effect 
are in a general way the same as the rates of tlie 
competing steam roads between the same points. 


Interurban Service More Expeditious. 


The complainants frankly admit that almost every 
point of commercial importance in this territory may 
be reached from Louisville over the existing routes of 
the steam railroads. But their demand for relief is 
based upon the fact that the service of the interurbsn 
lines is or would be more expeditious, enabling the 
package shipments of the complainants to reach the'! 
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estination with greater dispatch. They contend that 
the traction lines can deliver less-than-carload freight 
1t points in this territory in from two to six days less 
ime than is taken by the steam railroads. Closely 
elated to that important reason for asking such relief 

the further contention that the usefulness of the 
proposed through routes to the complainants will be 
greatly impaired if the rates shall exceed those of 
e steam carriers. This is not controverted by the 
efendants but on the contrary is distinctly conceded. 


Need Package Service. 


The testimony of jobbers, merchants, and manu- 
facturers at Louisville indicates that in the sale of 
their merchandise at local points in Indiana and west- 
ern Ohio, where they meet the competition of Indianap- 
olis, the need of a package freight service over the 
through routes here demanded is keenly felt, and that 
Indianapolis, with such an expeditious and efficient 
service at its command. and with such routes in 
effect, over which the rates are the same as or less 
than the freight rates of the steam railroads, has a 
distinct advantage in soliciting the business of retailers 
and consumers in that territory. The testimony also 
fairly establishes the contention of the complainants 
that a schedule of expense rates for this service, as 
distinguished from freight rates, would practically pre- 
vent the use of the proposed through routes. It is 
shown also, as indicated above, that in proportion as 
the rates over these routes may exceed the rates of 
the steam roads the value of the routes will be 
reduced. 

The lines beyond Indianapolis took no active part 
in the hearing, and, so far as their position is de- 
veloped of record, they seem not to be opposed to the 
establishment of through routes if they are allowed 
a satisfactory division out of the rate. Some of them 
ask for their full locals. 

Of the four lines south of Indianapolis, only the 
Indianapolis & Louisville Traction Railway Co., which, 
as heretofore stated, is independent of the “Insull inter- 
ests,” desires the opening of the through routes. It 
also asks that the divisions be fixed. It, indeed, goes 
further. It charges its connections on either side with 
the desire of so embarrassing it, by limiting its earn- 
ings and otherwise, as to bring about conditions that 
will enable the Insull interests to acquire the owner- 
ship of its railway. It shows that the territory through 
which it runs from Sellersburg to Seymour is more 
sparsely settled than the territory of the lines north 
and south of it; and that as a consequence its pas- 
senger traffic is light as compared with that of its 
connections on either side. It is therefore naturally to 
the interest of the Indianapolis & Louisville to de- 
velop as heavy a freight movement as possible, and 
with that end in view through routes to Indianapotis 
and joint rates with its connections are very earnestly 
demanded by it. 

The Insull lines, on the other hand, are against 
the granting of the prayer of the complaint because 
they do not care to develop a through freight busi- 
ness. But their attitude is not altogether free from 
ambiguity. On the brief they express a willingness— 


to join in a through route and joint rates from Louisville to 
Indianapolis and intermediate points, provided they receive 
their fuli locals and are allowed to haul the freight in the cars 
ow operated by them, but are unwilling to join in through 
sutes to points beyond Indianapolis. 


This may be read as a partial acquiescence in the 
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prayer of the complaint, but it seems later to be 
explained away by the statement that the officials of 
those lines do not believe that joint rates, equivalent 
to the sum of the locals, would develop a substantial 
traffic in competition with the service rendered by 
the Pennsylvania at lower rates. 


Objections of Defendants. 


The various objections of the principal defendants, 
as gathered from the pleadings, testimony, and argu- 
ments, are as follows: 

1. Their lines, as is alleged, were organized prin- 
cipally for the carriage of passengers and their fran- 
chises for operation through the city streets, while 
permitting the carriage of freight, were secured on 
the theory that they were primarily passenger roads. 
It is therefore contended, more particularly by the In- 
dianapolis, Columbus & Southern, operating from _ In- 
dianapolis to Seymour, as heretofore stated, that in 
fairness to the residents in the municipalities on 
whose streets the lines are located the defendants 
should not be compelled to conduct a general freight 
business which would entail the running of several 
freight trains daily. They contend that their freight 
business ought to be limited to the carriage of pack- 
ages, milk, and other light shipments for citizens along 
their own lines. 

2. The passenger traffic, again more particularly 
of the Indianapolis, Columbus & Southern, is said 
already to be so heavy as to tax its facilities. The 
trains of that company are limited to two cars—a 
motor and a single trailer; it has a single-track line; 
and it is said that some difficulty is found in arrang- 
ing a schedule to take care of the passenger move- 
ments. A _ provision in the franchise or in the con- 
tract, under which it uses local street-car tracks in the 
city of Indianapolis in order to reach the union ter- 
minal used by all of the interurban lines in the 
downtown section, limits the number of cars which 
it may have within the boundaries of the city at a 
given time. 

Under all these conditions it is urged that it will 
be impossible to conduct a through freight business 
of substantial volume, such as will revelop if the 
prayer of the complaint is granted, without seriously 
interfering with the passenger traffic and passenger 
service for which these lines were primarily chartered 
and built. 


3. The congestion of traffic and inadequacy of fa- 
cilities is alleged by the defendants not only with re- 
spect to the Indianapolis end of the route but also at 
Louisville, where it is said that the local freight busi- 
ness, conducted as an incident to the operation of these 
companies, now taxes their facilities to their utmost 
capacity; that the bridge of the Louisville & Jefferson- 
ville Bridge Co. by which the Ohio River is crossed 
is too congested to admit of the additional traffic which 
would be developed under the routes and rates prayed 
for; and that there are no facilities to take care of 
the additional freight traffic that would be developed 
if the through joint rates to Indianapolis were estab- 
lished. 

4. The Indianapolis, Columbus & Southern, the last 
of these lines to be constructed, operates under a dif- 
ferent voltage than that used by the Insull lines, so 
that the motor cars of the latter can not run through 
from Louisville to Indianapolis. This objection to the 
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establishment of a through service is shown to be 
wholly without force by the fact that through pas- 
senger cars are now run between Indianapolis and 
Louisville, the motor cars used for that service being 
constructed for the varying voltages. 

The defense may therefore be summarized in the 
general statement that the points involved are said to 
be reasonably well served from a freight standpoint 
by the steam roads, which enter practically all the 
points of destination in question; that the facilities 
are or would be inadequate for an additional freight 
service; and that the development of an additional 
freight traffic, as the result of the establishment of 
through routes and joint rates, would seriously im 
pede the passenger service for which these lines were 
primarily built and would impair its value to their 
passengers. 

Through Routes Not Impracticable. 

Upon the record we find that there is neithe! 
impossibility nor impracticability in the situation be 
fore us. Physical through routes already exist and 
are in actual use. The four defendants operating the 
route between Louisville and Indianapolis now conduct 
a through passenger service on six limited trains, run- 
ning daily in each direction, for which through tickets 
are sold. The northern link in the route conducts a 
local package freight service between Indianapolis and 
Seymour. The three lines forming the other three 
links in the route not only conduct a local freight 
service over their respective rails but join in through 
rates from Louisville as far north as Seymour. For 
a short time in 1908 there were joint through class 
rates in effect all the way from Louisville or from 
New Albany, just across the river, to Indianapolis. 
They were canceled at the instance of the Indianapolis, 
Columbus & Southern, and it is this company that 
objects to their restoration. Traffic now moves  be- 
tween Seymour and Indianapolis, a one-line haul, and 
moves on through rates between Seymour and Louis- 
ville. a three-line haul. Certain perishable freight, such 
as berries, moves all the way from Jeffersonville to 
Indianapolis on joint through rates. All that is neces- 
sary to satisfy this complaint with respect to general 
traffic is the withdrawal by that line of its insistence 
upon a tranfer of traffic at Seymour. As a matter of 
fact, the lines north of Indianapolis apparently stand 
ready to participate in through 
Louisville. Shall the principal defendants be allowed 
to prevent the establishment of through routes into 


movements from 


? 


that territory as well as to Indianapolis? 
Entitled to Through Routes. 

Upon consideration of the whole record we think 
the complainants have established their case, and that 
they are entitled to the benefit of through routes on 
package freight both to Indianapolis and to the terri- 
tory beyond. It is true, as is conceded by the com 
plainants. that most of the points named cn the 
record are already served from Louisville over the 
steam lines; nevertheless a reasonable necessity for 
these additional through routes over the lines of the 
defendants is clearly shown by the record. Besides 
affording the additional service and reaching some 
points not reached directly by the steam lines, it is 
shown that the service over the defendant lines will be 
superior in regularity and despatch. The fact that 
some slight additions to their equipment will be re 
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quired for the through service is not of importa: 
and is certainly not a valid ground upon which we n 
decline the relief sought. These companies are c 
mon carriers and are engaged in interstate traffic: 
is therefore their duty, under express and affirmat 
provisions in the act, to provide cars and all ot] 
reasonable facilities necessary properly to serve 
public. 

In the history of these properties which is fu 
developed of record there is one fact of significan 
although we have attached little importance to it 
reaching the conclusions here announced. When 
promoters planned the construction of the Indianapo 
& Louisville Traction Railway, hereinbefore referred 
as the independent link in the physical route betwe 
Louisville and Indianapolis, the Indianapolis, Columb 
& Southern, formerly known as the Irwin line, had i 
southern terminus at Columbus, a small point in tl 
state of Indiana. The promoters of the independent 
line had planned to start at that point and to buil 
south to Sellersburg; but the owners of the Irwin lin: 
objected to this, and after some sharp skirmishes b« 
tween the two interests an understanding was reached 
by which the Irwin line was to extend its rails sout 
from Columbus to Seymour, and the Independent lin: 
was to commence at that point and build south 
Sellersburg. This agreement is embraced in writte: 
contracts offered in evidence, which upon their fac: 
contemplated the subsequent establishment not onl) 
of the through passenger service between Louisvill: 
and Indianapolis but of a joint through freight servic: 
The passenger service has long been in effect: but tl 
establishment of the freight service has been blocked 
by the objections of the Irwin line. 


Basis of Joint Rates Fixed. 

The question as to the basis for the joint throug 
rates remains for consideration. As already indicate: 
all these electric lines compete with the steam lin 
by maintaining the same rates between points on thei 
rails that are also served by the steam lines; in son 
cases the electric-line rates seem to be slightly les 
and in some cases slightly higher than the steam-lin 
rates. There is an abundant showing of record for tl 
conclusion that the joint rates over the through rout: 
here required ought not to exceed the present rat 
of the Pennsylvania lines for the same character « 
traffic between Louisville and Indianapolis and point 
intermediate to Indianapolis. The _ rates, per 
pounds, between Louisville and the principal point 
north of Seymour are as follows: 


Class rate, in cents 
9 , 


Between Louisville and 1 
Columbus, Ind : = dae ; — | 
Edinburg, Ind. .. sa 20 
Franklin, Ind qiskee : 23 
Greenwood, Ind ‘ : 25 


Indianapolis, Ind j 26 


The record shows, and we so find, that these rat: 
will be reasonable maximum rates to be observed tf 
the future by the defendant lines between these point 
and that any rates in excess of such rates will be w 
reasonable; we limit our finding, however, to packag 
freight of the first four classes and shall not requi! 
through routes and rates for carload traffic. We d 
not find of record sufficient evidence to warrant us i 
prescribing the present rates of the steam lines 
reasonable maximum rates for the future over tl 
through route to points north of Indianapolis. So f: 
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thereafter to main- 
transportation of 
freight from 
and to other 
Indianapolis. 

That the said last-named 
are hereby, notified and re- 
before September 15, 1913, 
the Interstate Commission 
public by not less than five days, filing 
the prescribed in 
to regulate commerce, and for a period of 
said September 15, 1913, to maintain, 
rates for the transportation of merchan- 
less-than-carload freight over such through 
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The Commission having found that any rates in excess 
of these rates will be unreasonable. 


REDUCES MEMPHIS LUMBER RATES 


CASE NO. 4942. 

(27 I. C. C. Rep., P. 

MEMPHIS FREIGHT BUREAU VS. 
RAILROAD CO. ET AL. 

1. & S. Docket No. 

RE ADVANCES ON 

ANA AND 
TENN. 

Submitted May 14, 

Present rates on 


OPINION NO. 2375. 
507.) 
ILLINOIS CENTRAL 


177. 
LUMBER BETWEEN 
MISSISSIPPI POINTS AND 


IN LOUISI 


MEMPHIS, 


1913. Decided June 
lumber to 


19, 1913, 

Memphis, Tenn., 
Jackson, Miss., and points on the Illinois Central 
road north thereof, found to be unreasonable in 
as they exceed 10 cents per 100 pounds. 

Present rates on lumber, staves, and headings to Memphis, 
Tenn., from points south of the Alabama & Vicksburg 
Railway and east of the Mississippi River on the lines of 
respondents, except that of the New Orleans, Mobile & 
Chicago Railroad, found to be unreasonable in so far as 
they exceed 11 cents for a haul over one line, or 12 cents 
for a haul over two or more lines. 

Maintenance by the New Orleans, Mobile & Chicago Rail- 
road of rates for the transportation of lumber and head- 
ings from points on its line to Memphis, Tenn., higher 
than the rates contemporaneously maintained by it for 
transportation of staves between the same points found 
to be unjustly discriminatory. 

Proposed advances in the rates on lumber from points on the 
Illinois Centra) and the Yazoo & Mississippi Valley rail- 
roads in Mississippi and Louisiana to Memphis, Tenn., 
found not to have been justified in so far as they make 
rates in excess of those found herein to be reasonable. 

Commission makes no finding as to the rates to Memphis, 
Tenn., from Vicksburg and Jackson, Miss., and points 
north thereof, on lumber other than pine. 


pine from 


Rail- 
so far 


T. K. Riddick and J. S. Davant for Memphis Freight 
Bureau. f 

J. R. Walker for Southern Hardwood Traffic Bureau 
of Memphis. 

R. V. Fletcher, R. Walton Moore, and George Butler 
for Illinois Central Railroad Co. 

R. Walton Moore and George Butler for New Orleans, 
Mobile & Chicago Railroad Co.; Gulf & Ship Island Rail- 
road Co.; New Orleans & Northeastern Railroad Co.; 
and Alabama & Vicksburg Railway Co. 

R. V. Fletcher, H. D. Minor, C. N. Burch, and Joseph 
Hattendorf for Yazoo & Mississippi Valley Railroad Co. 

R. D. Moore for Mississippi Centra] Railroad Co. 


+ 
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Report of the Commission. 
MARBLE, Commissioner: 

In controversy here are the rates for the transpor 
tation of all lumber, except valuable foreign woods, to 
Memphis, Tenn., from various stations in southern Mis- 
sissippi and Southern Louisiana east of the Mississippi 
River on the Illinois Central Railroad, the Yazoo & Mis- 
sissippi Valley Railroad, the New Orleans, Mobile & 
Chicago Railroad, the Gulf & Ship Island Railroad, the 
New Orleans & Northeastern Railroad, the Mississippi 
Central Railroad, and the Alabama & Vicksburg Rail- 
way. The formal complaint in No. 4942 was filed on 
behalf of the retail lumber dealers of Memphis. It al- 
leges that all of the rates for the transportation of lum- 
ber from stations named therein in the general territory 
above mentioned to Memphis which are within 4 cents 
of the amount of rates from the same stations to Cairo, 
lll., are unreasonable per se and unjustly discriminatory 
against Memphis dealers and in favor of dealers at 
Cairo and points beyond Cairo; that the rates of the 
Illinois Central Railroad, and in a few cases the rates of 
the Yazoo & Mississippi Valley Railroad, are unduly dis- 
criminatory in so far as they are higher in amount for 
the transportation of pine lumber than for the trans- 
portation of hardwood lumber; that certain rates of the 
New Orleans, Mobile & Chicago Railroad are unduly dis- 
criminatory in that they provide for higher rates to Mem 
phis from stations on that line for the transportation of 
lumber and headings than for the transportation of staves. 


The proceeding known as Investigation and Sus- 
pension Docket No. 177 was instituted by the Commission 
of its own motion. It is, however, an outgrowth of the 
controversies in No. 4942. After the petition in No. 4942 
was presented to the Commission the Illinois Central 
Railroad and the Yazoo & Mississippi Valley Railroad 
filed certain tariffs providing for advances in the rates 
upon hardwood from various stations on the lines of both 
carriers. Like advances previously made effective by 
the Gulf & Ship Island Railroad and the New Orleans, 
Mobile & Chicago Railroad are included among the rates 
attacked by the petition in No. 4942. At the hearing the 
carriers stated that these advances would apply only from 
points from which no shipments are now made. Con- 
temporaneously with the advances a considerable num- 
ber of decreases in rates were filed. The testimony in- 
dicates that the decreases will not apply to any consider- 
able number of shipments. The purpose of these changes 
was to eliminate disparities of rates upon lumber of dif- 
ferent kinds which the carriers felt to be unjustifiable 
and which they feared would by the process of com- 
parison of rates, lead to reductions. 

For the year ending July 31, 1912, the Illinois Central 
Railroad and the Yazoo & Mississippi Valley Railroad, 
hereinafter referred to as the Illinois Central system, 
brought to Memphis from the points from which the pro- 
posed rates would apply, 478 carloads of lumber. It is 
stated by the carriers that if the suspended rates had 
been applied to these shipments the charges would have 
been reduced on 8 carloads, would have been increased 
on 150 carloads, and would have been unchanged on 320 
carloads. Of the 150 carloads upon which the advanced 
rates involved in No. 177 would have caused increased 
charges, 54 carloads came from Vicksburg, Miss., and 
Cedars, Miss. The carriers volunteer to withdraw the 
advances upon hardwoods moving from Vicksburg and 
from Cedars to Memphis. It therefore appears that the 
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advances involved in Investigation and Suspension Dock 
No. 177 as now proposed would in 1912 have affected t 
charges on about 100 carloads of lumber to the extent of 
about $12 per car. 

The Illinois Central Railroad’s main line extends 
from Memphis through Mississippi to New Orleans. In 
former years this line originated most of the lumber ca 
ried by it and realized the whole freight charges. 8; 
degrees, however, the area of production has been movin 
southward, so that now 65 per cent of the total lumbe: 
traffic carried to Memphis by the Illinois Central, it 
said, is delivered to it by the Gulf & Ship Island Rai 
road and the Alabama & Vicksburg Railroad at Jackso! 
by the Mississippi Central] Railroad at Brookhaven, ani 
by the New Orleans, Mobile & Chicago at Ackerman 
While the rate on pine to Memphis from the greater num 
ber of points in Mississippi is 13 cents, the Illinois Cen 
tral receives only 6% cents on such lumber received from 
its connections at Jackson, which is 211 miles from Mem 
phis; 7.8 cents from its connection at Brookhaven, whic! 
is 265 miles from Memphis; and 5 cents from its connec 
tion at Ackerman, which is 206 miles from Memphis 
This change in conditions since the present rates wer 
introduced is especialiy relied on by this carrier as evi- 
dence that these rates are not now excessive. 

The main line of the Yazoo & Mississippi Valley ex 
tends from Memphis along the Mississippi River to New 
Orleans, a distance of 455 miles, with about 900 miles of 
branch lines. The Illinois Central owns substantially 
all of the stock of the Yazoo & Mississippi Valley Rail 
road. Practically all of the lumber carried by it origi- 
nates on its line, so that it usually gets the full 13-cent 
rate for a haul corresponding to that for which the 
Illinois Central must in most cases divide its rate with a 
connecting carrier. The average hau! from points of 
origin on the Yazoo & Mississippi Valley to Memphis 
appears to be approximately 300 miles. 

The movement of lumber over the Illinois Central 
and the Yazoo & Mississippi Valley from points in Mis 
sissippi and Louisiana to Memphis for the year ending 
July 30, 1912, was as follows, in number of cars: 

Cottonwood Other 
Delivering Carrier. Pine. and Gum. Kinds Total 


errr eee 1,202 3 1.187 2 778 
Yazoo & Mississippi Valley. 135 : = 


WG sb witaee cei de Fes 1,337 25 1,187 


As the above table illustrates, the Illinois Central serves 
primarily a pine territory, while the Yazoo & Mississippi 
Valley serves a hardwood territory. The record shows 
that in the year ending May 31, 1909, the Illinois Centra 
and the Yazoo & Mississippi Valley brought to Memphis 
from this territory only 1,032 carloads of lumber, whil: 
in 1912 this tonnage had so increased that they brought 
a total of 2,778 carloads. It is stated by these carriers 
that if the rates asked for by the petitioners were granted 
the result would be a reduction of the revenues of their 
lines by $18,000 per year. 

The New Orleans, Mobile & Chicago Railroad ex 
tends from Middleton, Tenn., through eastern Mississippi 
to Mobile, Ala. Prior to 1907 this carrier applied a rate 
of 15 cents on all kinds of lumber from all points on the 
line south of Sherwood to Memphis. In that year it re 
duced its rates from these points to 13 cents. From Dec 
27, 1909, until Aug. 11, 1911, owing, it is said, to error, 
it carried a rate of 10 cents on hardwood to Memphis 
but on the latter date this rate was restored to the 13 
cent level. There have been some reductions, but no ad 
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ince in lumber rates, except the correction just noted, 
ym points on this road since its opening. Between 
1erwood and Decatur Junction the rate on all kinds of 
mber is 13 cents, except on staves, which pay a rate of 
nly 11 cents. At points north of Houston, a uniform 
te graded from 10 cents at Houston, down to 8% cents 
Brownfield, applies on all kinds of lumber, and since 
e differential of Memphis under Cairo now is 4 cents or 
greater from these points, these rates are not in issue. 
‘he distance from stations on this road to Cairo is 
proximately 100 miles farther than the distance to Mem- 
is. This carrier delivers part of its lumber destined 
Memphis to the Illinois Central at Ackerman, for 
which it receives a division of 8 cents; part of it to the 
Frisco at New Albany, Miss., for 
livision of 9 cents; and part of it to the Southern Rail- 
Middleton, Tenn., for which it receives a division 
The lumber tonnage of this carrier to Mem- 
points of origin from present 
as follows for the 


which it receives a 
way at 
of 10 cents. 
which the 


phis from the 


rates are attacked year ending 


Feb. 29, 1912: 


was 


Pine. 
Weight, 
Pounds. 


Rate, Revenue 


Points of Origin Cents. 
Woodland to Cumberland “fs 
Sherwood, Miss., to Orchard. 13 
Sherwood, Miss., to Orchard 


12,997,340 


$16,896.54 


Enon, foie 12,997,340 $16,896.54 
Hardwood Lumber, Staves and 
Headings. 

Pounds. 

Weight, tevenue. 
Woodland to Cumberland. Si 131,800 $ 144.98 
Sherwood, Miss., to Orechard.... *11 172,700 189.97 
Sherwood, Miss., to Orchard.... 713 4,929,600 6,408.48 


5,234,100 $ 6,743.43 


Total 


Cents. 
Rate, 


Points of Origin 


Total 


*Staves 


tHeadings 


Lumber, it will be constitutes 57 per cent of 
its total tonnage. It was estimated that the loss of rev- 


enue which would result in connection with the transpor- 


seen, 


tation of lumber originating on this road if the reductions 
asked for by the complainants were made would be 
approximately $3,900 on pine and approximately $1,409 
on hardwood. This loss however, would fall jointly upon 
the New Orleans, Mobile & Chicago and the delivering 
carriers. The Commission in Stiritz vs. N. O., M. & C. 
R. R. Co., 22 I. C. C., 578 [Trarric Wor.LpD,, Mar. 23, 
1912, p. 528] held that since this was a comparatively new 
line, poorly equipped, and lacking the density of traffic 
of the older competing lines, it was justified in charging 
It appears that this road has recently gone 
through a receivership. Since 1904 it has shown a deficit 
each year except in 1910 and 1911, when a small surplus 
Was earned over fixed charges, but no dividends were de- 
clared. In view of these facts no order will be made as 
to it, except to require the removal of the discrimination 
caused by the present relationship of the rates on lumber 
and heading to the rate on staves above mentioned. 
The main line of the Gulf & Ship Island Railroad ex- 
tends from Gulfport northward a distance of 160 miles 
to Jackson, where it connects with the Illinois Central. 
The rates of this carrier on all kinds of lumber to Mem- 
phis from all points on its line are 13 cents, and to Cairo 
14 cents. The rates on hardwood having been reduced 
to 10 cents (by error, it is said) were advanced to 13 
cents on Aug. 1, 1911. It was stated at the hearing that 
no hardwood originates at points on this line. From the 
complaint recently filed in Gayoso Lumber Co. vs. G. & 
. 2m. &: Docket No. 5672, [Trarric Wortp, Apr. 
26, 1913, p. 946] however, there appears to be some move- 
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ment of hardwood from these points. In 1912, 67 per cent 
of the total tonnage of this road consisted of |umber. 
The average distance of producing points on the Gulf & 
Ship Island from Jackson is about 100 miles. The Gulf & 
Ship Island receives. 6% cents for its haul to Jackson 
out of the 13-cent rate to Memphis, but it receives 7 cents 
for the same haul out of the 14-cent rate to Cairo. No 
figures were given to show the total volume of lumber 
originating on this road, but it is stated that it is one of 
the largest pine-producing roads in southern Mississippi. 
Much of the pine moving from its stations to Memphis 
receives transit privileges at Jackson or at Hatties- 
burg. This service requires additional switching and de- 
lay to equipment, for which no additional charge is made. 

The Mississippi Central extends from Natchez, Miss., 
to Brookhaven where it crosses the Illinois Central, and 
thence to Hattiesburg where it connects with the Gulf & 
Ship Island and the New Orleans & Northeastern. In 
1912, 83 per cent of its total tonnage consisted of lum- 
ber. The rates from points on the Mississippi Central 
on all kinds of lumber to Memphis are 13 cents, and to 
Cairo 14 cents. In 1903 this road extended only 40 miles 
west of Hattiesburg. The rate of 10 cents which it ap- 
plied from Dec. 27, 1909, to Apr. 22, 1912, is also said to 
have been published during this period by mistake. Prac- 
tically no hardwood originates on this road. The pine 
which it originates is hauled an average distance of 45 
miles to Brookhaven, where it is delivered to the Illinois 
Central for a division of 5.2 cents out of the rate of 13 
cents to Memphis, or a division of 6 cents out of the rate 
of 14 cents to Cairo, or else it is hauled to Hattiesburg, 
an average distance of 75 miles, where it is delivered to 
the New Orleans & Northeastern, thence to Meridian, 
where the Mobile & Ohio receives it and carries it to 
Cairo. The average haul from points on this line to Mem- 
phis is about 300 miles. This carrier is a comparatively 
new line and was not a party to the advances made in 
1903. It adopted the rate of 13 cents on all kinds of 
lumber which it found applying from other lines in this 
territory when it began business. 

The Alabama & Vicksburg Railroad and the New 
Orleans & Northeastern Railroad, the remaining respon- 
dents, also originate considerable quantities of the pine 
which goes to Memphis, but no evidence was presented 
in their behalf at the hearing. The haul from points on 
the New Orleans & Northeastern to Memphis is neces- 
sarily over three lines. In 1912, 39 per cent of the total 
tonnage of the Alabama & Vicksburg and 33 per cent of 
the total tonnage of the New Orleans & Northeastern 
consisted of lumber. The rates on all kinds of lumber 
from all points on these roads to Memphis are 13 cents 
and to Cairo 14 cents. The Alabama & Vicksburg has 
been paying 7 per cent dividends for several years, and 
the New Orleans & Northeastern has been paying 6% 
per cent dividends during the past two years, so that both 
of these roads appear to be in a prosperous condition. 

The following comparative earnings per ton-mile are 
computed from facts contained in the record and in the 
annual reports of the respondents: The average revenue 
per ton-mile earned by the Illinois Central on lumber is 
4.78 mills and of the Yazoo & Mississippi Valley 5.93 
mills. The average haul on lumber from the points here- 
in involyed to Memphis is about 300 miles. On this basis 
the average revenue per ton-mile of the Illinois Central 
and Yazoo & Mississippi Valley on this lumber from points 
on their lines is 8.6 mills. It was shown that the Illinois 
Central receives a division of 6% cents on lumber re- 
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On fhis traffic it 


its connections at 


miles from earns 
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The Mississippi Central 
annual report for 1912, 
per ton-mile on all freight 
that the Mississippi Central receives a division of 5.2 


is 265 Memphis. 


according to its 
29.4 


record 


Railroad, 


earned an average of mills 


carried. ‘he shows 
cents 
for the haul from points on its line to Brookhaven, which 
averages about 45 The earnings on this traffic 
are mills per ton-mile. According to the annual re- 
port of the Gulf & Ship Island Railroad for 1912 its av- 
erage earnings per ton-mile on all freight were 16.6 mills, 
and lumber 16.8 mills per ton-mile. The 
shows that it receives a division of 6.5 cents for carrying 


miles. 


99 
“0. 


on were record 
this lumber from points upon its line to Jackson, an av 
erage distance On 
this carrier earns on the traffic in question 13 mills per 
ton-mile. Facts are not shown in the records upon wl ‘ch 
such a comparison can be made for the other respondents 
It appears from the above, however, that the Illinois Cen- 
tral and the Yazoo & Mississippi Valley earn appreciably 
more on this traffic than on other lumber carried by them, 
while the other respondents probably earn somewhat less. 
Complainant’s chief contention is that certain rates 
upon pine lumber from the territory involved to Memphis, 
Tenn., are unduly discriminatory and unreasonable. 
This contention -applies to shipments of lumoer from 
points in the territory south of a line drawn in a north- 
direction from Vicksburg, Miss., to 
From the territory south of such a line 


estimated at 100 miles. this estimate 


Sherwood, 
the 
for many 
1903 the 


in- 


easterly 
Miss. rate 
to Cairo, Ill, upon lumber of all kinds is, 
years has been, 14 cents per 100 pounds. In 
attempt was made by the carriers here involved to 
crease the rate upon pine lumber moving to Cairo from 
this territory to 16 cents per 100 pounds. This 
was prevented by this Commission, however, by its order 
in Central Yellow Pine Asso. vs. I. C. R. R., 10 I. C. C., 
505. To Memphis the rate upon pine lumber from pwints 
on the lines of all carriers in this territory, the 
Yazoo & Mississippi Valley Railroad and the Mississippi 
Central Railroad, increased in 1903 from 11 
cents per 100 pounds to The 
Mississippi Central Railroad has been, in part, constructed 
From all points on its 
pounds to 


and 


increase 


except 


also 
13 cents per 100 pounds. 


was 


since the time of that increase. 
line it carries the of 13 
Memphis on lumber of all kinds. From points on the line 
of the Yazoo & Mississippi Valley Railroad the 
time of the filing of the petition in this proceeding the 
rates on pine lumber to Memphis ranged from 10 
per 100 pounds from Vicksburg to 13 cents per 100 pounds 
from points in Louisiana. 

The position of the petitioners is that inasmuch as 
the rates upon pine lumber from this general territory 
to Memphis were increased 2 cents per 100 pounds at the 
same time that the increases were made that con- 
demned by the Commission in the Central Yellow Pine 
case, therefore they should now stand condemned by the 
Commission. These increased rates to Memphis have 
been in effect for 10 years. The report of the Commission 
in tne Central Yellow Pine became effective seven 
years ago. The increases to Memphis were not complained 
of, nor were they at all considered in the Central Yellow 
Pine Under these circumstances, the Commission 
can that its report in the Central Yellow Pine 
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sissippi on the Illinois Central to Memphis with the tum- 
Ler rates fixed by the state commissions of Mississippi 
and Georgia for correponding distances. 

Lumber Rates on 
Intrastate Traffic. 
In Mis- In 
sissippi. Georgia. 


To Memphis. 
Rates 
From Miles. on Pine. 
Aberdeen District 
Sallis, Miss ‘ 163 
Kosciusko, Miss.... uae 174 
Gregory, Miss. .. bee eae 184 
Wer, . Mins. .... bi 1S 
Ackerman, Miss........ 206 
Bradley, Miss.. . wae 
Starkville, Miss cass a 230 
Muldrow, Miss. ...... , 240 
Strong, spss BH 
BOTOO, DIOR ociciccecrs 26a 
Water Valley District. 
Sawyer, Miss. 120 
WT SEES peck ec cbice ss |} «Oe 
Vaiden, Miss. 135 
Durant, Miss. ...... 154 
Pickens, Miss, ccues’s Se 
Canton District. 
Canton, Miss. <> ee ek. 
eS. cise nde. Oe 
Jackson, Miss. SS 
Eyram, Miss. My 220 
Terry, Miss. , 
Crystal Springs, Miss. 
Hazelhurst, Miss. 
Beauregard, Miss. 9. 
Brookhaven, Miss, . 9.6 
Derby, Miss. pee elk Oil eS cae 3 4 9 
Saunders, Miss. ... iaenee 4.5 3 10 10 
Fernwood, Miss. ........ , 3 10 10 


The 
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for each line separately minus 10 per cent. 
two or 
applied 
attacked. 


Complainant 


rate for a haul over two rates 
As to axnuls 
Memphis, the 


higher than 


lines into 


make 


of lumber over more 


state scales so would rates 


those here 


also refers to the rates hardwood 
lumber from the points of origin here considered as 
with the upon pine lumber contempo- 
raneously maintained as proof that the pine lumber rates 
contention is that no 
maintained kind of 


any 


upon 


compared rates 


are excessive. 


higher 


Complainant's 
should be upon 
in this territory than upon 
this contention, so long as it re- 
statement of a generality, complainant is 
The complainant desires, 
however, that the rates on pine lumber should be reduced 
rates contemporaneously maintained 
upon oak or cottonwood lumber. The respondents, on 
the other hand, argue that the rates upon gum, cotton- 
wood and oak lumber should be raised to the level of the 


rate one 


lumber produced other 


kind so produced. In 
mains the 
joined by the respondents. 


to the level of the 


pine lumber rates. 

While as it is now advised the Commission perceives 
reason for directing the carriers to 
different rate upon gum lumber than upon 
pine, it is not inclined to direct that all these rates 
shall be reduced to a uniformity. The variation in rates 
of different woods has resulted partly 
from carrier competition and partly from a consideration 
by the carriers of commercial conditions. The Commis- 
sion in this case will content itself with fixing maximum 
rates, leaving the carriers free to provide varying rates 
within such maxima as they may be advised. 

The 


dence to 


no transportation 
maintain a 


between lumber 


contain sufficient evi- 
to determine the rea- 
hardwood from 
Since the 


since the 


record does not 
enable the Commission 
sonableness of the present rates on 
and Jackson and north thereof. 
record as to these rates is incomplete, and 


present 


Vicksburg 
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carriers have expressed a purpose to propose other ad- 
vances in these rates at a later date, they can better be 
considered in an independent proceeding in which the 
hardwood interests are more fully represented. 

From Vicksburg and all points north thereof located 
on the Yazoo & Mississippi Valley Railroad the rates 
on pine now are 10 cents or less. From Jackson and 


points north thereof located on the Illinois Central, the 
rates on pine now are as high as 13 cents, but this 
carrier, in the suspended schedules, proposed to reduce 
The conclusion is that 


all of these rates to 10 cents. 
the present rates on pine from Jackson and all points 
north thereof on the [Illinois Central Railroad are un- 
reasonable in so far as they exceed 10 cents per 100 
pounds. 

From points south of the Alabama & Vicksburg Rail- 
way and east of the Mississippi River on the lines of all 
the respondents except the New Orleans, Mobile & Chi- 
cago Railroad, the rates to Memphis, Tenn., on lumber, 
staves and headings may not reasonably exceed 11 cents 
for a haul over one line, or 12 cents for a haul over 
two or more lines. 

The Commission finds that the maintenance by the 
New Orleans, Mobile & Chicago Railroad and its con- 
nections of rates for the transportation of lumber and 
headings from points on its line to Memphis higher than 
rates contemporaneously maintained for the transporta- 
tion of staves between the same points is unjustly dis- 
criminatory. 

In view of the long continuance of the rates here 
condemned, and the fact that a substantial readjustment 
of the rates upon lumber, both northbound and south- 
bound, in this territory must be established by respond- 
ents, the Commission is of the view that no reparation 
should be awarded. 

The advances in Investigation and Suspension Docket 
No. 177 are found to be unjust and unreasonable in so 
far as they make rates in excess of those here found 
to be reasonable. 

ORDER. 
No. 4942. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That said Illinois Central Railroad Co. 
be, and it is hereby, notified and required to cease and 
desist, on or before Sept. 10, 1913, and for a period of 
two years thereafter to abstain, from charging, demand- 
ing, collecting or receiving its present rates on pine 
lumber to Memphis, Tenn., from the territory including 
Jackson, Miss., and points north thereof on its line, more 
particularly described in the report aforesaid, such rates 
having been found in said report to be unreasonable. 

It is further ordered, That said Illinois Centra] Rail- 
road Co. be, and it is hereby, notified and required to 
establish, on or before Sept. 10, 1913, upon statutory 
notice to the interstate Commerce Commission and the 
general public by filing and posting in the manner pre- 
scribed in section 6 of the Act to regulate commerce, and 
for a period of two years after Sept. 10, 1913, to maintain 
and apply to the transportation of pine lumber from the 
points of origin as aforesaid to Memphis, Tenn., a rate 
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not in excess of 10 cents per 100 pounds, such rate having 
been found in said report to be reasonable. 

It is further ordered, That said respondents, exce; 
respondent New Orleans, Mobile & Chicago Railroad Co., 
according as they participate in the traffic, be, and the) 
are hereby, notified and required to cease and desist, on 
or before Sept. 10, 1913, and for a period of two years 
thereafter to abstain, from charging, demanding, collec 
ing or receiving their present rates on lumber, staves and 
headings to Memphis, Tenn., from points south of the 
line of the Alabama & Vicksburg Railway Co. and eas! 
of the Mississippi River on the lines of said respondents 
more particularly described in the report aforesaid, suc) 
rates having been found in said report to be unreasonable 

It is further ordered, That said respondents, except 
respondent New Orleans, Mobile & Chicago Railroad Co., 
according as they participate in the traffic, be, and they 
are hereby, notified and required to establish, on or be 
fore Sept. 10, 1913, upon statutory notice to the Inte: 
state Commerce Commission and the general public by) 
filing and posting in the manner prescribed in section 6 
of the Act to regulate commerce, and for a period of 
two years after Sept. 10, 1913, to maintain and appl) 
to the transportation of lumber, staves and headings from 
said points of origin to Memphis, Tenn., a rate not in 
excess of 11 cents per 100 pounds from points south of 
the line of the Alabama & Vicksburg Railway Co. and 
east of the Mississippi River, on the lines of said re 
spondents, when such transportation is conducted ove! 
the line of one of said respondents only, or of 12 cents 
per 100 pounds when such transportation is conducted 
over the lines of two or more of said respondents, such 
rates having been found in said report to be reasonable 

And it is further ordered, That respondent New Or 
leans, Mobile & Chicago Railroad Co. and its connecting 
lines, respondents herein, according as they participate 
in the traffic, be, and they are hereby, notified and re 
quired to cease and desist, on or before Sept. 10, 1913, 
upon statutory notice as aforesaid, and for a period of 
two years after Sept. 10, 1913, to abstain, from charging, 
demanding, collecting or receiving rates for tlhe trans 
portation of lumber and headings from points on the 
line of said New Orleans, Mobile & Chicago Railroad Co 
to Memphis, Tenn., which exceed those contemporane 
ously applied to the transportation of staves from and 
to the same points, the present relation of rates having 
been found in said report to be unjustly discriminator) 

I. & S. DOCKET NO. 177. 

It appearing, That on Nov. 4, 1912, the Commissio! 
entered upon an investigation concerning the propriet) 
of the advances and the lawfulness of the rates, charges 
regulations and practices stated in the schedules co! 
tained in the tariffs designated as follows: 

Illinois Central Railroad Co., the Yazoo & Mississip) 
Valley Railroad Co.: 

Supplement No. 18 to i. C. C. No. 4278. 

Supplement No. 16 to I. C. C. No. 3818. 
and ordered that the operation of said schedules co! 
tained in said tariffs be suspended until March 12, 191 

It further appearing, That on March 3, 1913, the 
Commission, by its further order herein, directed tha! 
the operation of the schedules aforesaid be suspende' 
until Sept. 12, 1913; 

And it further appearing, That a full investigati 
of the matters and things involved has been had, an’ 
that the Commission, on the date hereof, has made an‘ 
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July 19, 1913 THE 
filed a report containing its findings of fact and 
clusions thereon, which said report is hereby referred to 
and made a part hereof: 

It is ordered, That the carriers respondents herein 
and designated in said order of suspension, be, and they 
are hereby, notified and required to cancel, on or before 
10, 1913, the rates and charges stated in said sched- 
ules in so far as they are found herein to be unrea- 
sonable, as more fully and at large appears in and by 
said report of the Commission, and in the order of the 
Commission in No. 4942, Memphis Freight Bureau Vs. 
Illinois Central Railroad Co. et al., hereto attached. 


con- 


Sept. 


COAL RATE INCREASE NOT JUSTIFIED 


CASE NO. 4773 OPINION NO. 2377 
(27 I. C. C, Rep., P. 622.) 

BOARD OF RAILROAD COMMISSIONERS OF 
STATE OF MONTANA VS. DENVER & 
GRANDE RAILROAD CO. ET AL. 

Submitted Dec. 13, 1913. Decided June 20, 1913. 


Rate of $5 per ton charged by defendants prior to Dec. 27, 1911, 
for transportation of coal in carloads from Sunnyside, Utah, 
to Helena, Mont., not shown to have been unreasonable. In- 
crease of 10 cents per ton in the rate as of the date men- 
tioned found not justified by defendants, and therefore un- 
reasonable. 


5. 


THE 
RIO 


Poore and W. J. Harvie for complainant. 
J. V. Lyle, P. L. Williams, H. A. Scandrett, and 
James G. Wilson for Oregon Short Line Railroad Co. 
Charles Donnelly for Northern Pacific Railway Co. 
Veazey & Veazey for Great Northern Railway Co. 


Report of the Commission. 


COMMISSION: 

This proceeding was instituted by the Board of 
Railroad Commissioners of the State of Montana, in 
behalf of the Helena Light & Railway Company (here- 
inafter called the complainant), a corporation engaged 
in the manufacture and sale of gas for heating and 
illuminating purposes, at Helena, Mont. The petition, 
fled March 26, 1912, assails the rates charged by de- 
fendants for the transportation of coal in carloads from 
Sunnyside; Utah, to Helena, Mont., as unreasonable 
ind discriminatory. Reparation is asked. 

Effective June 28, 1909, the defendants established 
a joint through rate on coal in carloads from Sunny- 
side to Helena of $5.50 per net ton. Prior to that date 
the rate had been $5.65 per net ton. September 1, 
1909, the rate was reduced to $5, but on December 27, 
1911, it was increased to $5.10, and that rate is still 
in foree. The route of movement is over the Denver 
& Rio Grande from Sunnyside to Ogden, Utah; the 
Oregon Short Line from Ogden to Silver Bow, or 
Butte, Mont., and the Northern Pacific from Silver 
Bow, or the Great Northern from Butte, to Helena. 
Complainant’s shipments move over the Northern Pa- 
cific, for the reason that its plant is located on the 
rails of that carrier. The distance from Sunnyside is 
581.3 miles to Silver Bow, and 588 miles to Butte. 
From Silver Bow to Helena the distance is 95.8 miles, 
Which makes the total distance of the through route, 
via the Northern Pacific, 677.1 miles. 

For gas-producing purposes the Sunnyside coal is 
the best so far discovered within a similar distance 
'rom Helena. Complainant consumes about 1,800 tons 
ainually, and this constitutes practically the entire 
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coal movement from Sunnyside to Helena. The rate 
of $5 per ton and the increased rate are both at- 
tacked. As to the former the burden is upon com- 
plainant to sustain its allegations of unreasonableness 
and discrimination. To justify the increased rate the 
burden is with the defendants. 


History of Rate Situation. 


The rate from Sunnyside to Silver Bow and Butte, 
via the Denver & Rio Grande and Oregon Short Line, 
prior to the increase referred to, $3.50 per ton, 
and is now $3.60 per ton. The evidence shows that 
the proportions of the $5 rate received by the several- 
carriers were $1.25 to the Denver & Rio Grande, $2.25 
to the Oregon Short Line, and $1.50 to the Northern 
Pacific. Of the increased rate the originating carrier 
receives $1.35. Complainant makes a comparison of 
earnings for the haul from Sunnyside to Silver Bow, 
with earnings for the haul from Sunnyside to Helena. 
The earnings amount to 6.02 mills per ton per mile 
for the shorter distance, and 7.38 mills per ton per 
mile for the longer distance. That the ton-mile earn- 
ings are greater for the longer than for the shorter 
haul is the fact chiefly relied on to support the charge 
that the rate to Helena is unreasonable. The propor- 
tions of the joint through rate received by the two 
carriers south of Silver Bow amount to the same as 
the rate from Sunnyside to Silver Bow, namely, $3.50 
per ton under the $5 rate, and $3.60 per ton under 
the increased rate. 


The rate to Silver Bow is in the nature of a 
group rate, and applies to a number of points on the 
Oregon Short Line, of which Butte is the most north- 
erly. A fair comparison of ton-mile earnings as _ be- 
tween the rate from Sunnyside to Silver Bow and the 
joint through rate from Sunnyside to Helena would 
therefore seem to require that the average haul cov- 
ered by the group rate be considered. The distance 
from Sunnyside to the most southerly point of the 
group is about 200 miles less than the distance to 
Silver Bow or Butte, and the average distance to tne 
group points is 487 miles. On this basis the average 
earnings under the 3.50 group rate would be 7.18 
mills per ton per mile. If the distance to the nearest 
point of the group were taken as the basis the dif- 
ference would be much greater in favor of the Helena 
rate, and yet it would seem to be as fair to take 
the nearest point as the farthest for such comparison. 
Some question is made as to the proportion of the 
joint through rate received by the Northern Pacific as 
being relatively higher than the proportions received 
by the other carriers. It is the through rate, however, 
with which we are dealing and not the divisions of 
the several carriers participating therein. That one of 
the carriers may get a larger share of the rate than 
would seem to be its due proportion is not a matter 
subject to review by this Commission on complaint of 
a shipper; nor would such fact of itself furnish a 
basis for reduction of the through rate or afford ma- 
terial aid in determining the reasonableness thereof. 

It is proper to observe that the through rate to 
Helena covers a three-line haul whereas the rate to 
Silver Bow embraces only a two-line haul. A further 
fact of importance is that the operating conditions on 
all three of the lines are difficult, owing to unusual 
degrees of curvature and frequent steep grades. 

In Idaho Commercial Clubs vs. O. S. L. R. R. Co., 


was, 
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rate of 
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established a 
carloads Rock 
points in Idaho, ranging 
average 


this Commission 


coal in 


wh. c.. & ae 
$3.50 per ton on from 
and Kemerer, Wyo., to certain 


in distance from 246 miles to 563 miles, the 
miles. The average earnings 
are 8.99 mills, as compared with 
from Sunnyside to Helena involved in this 
The Rock Springs district is on the Union 
mines are on the 
that 


more 


being 389 ton-mile under 
that rate 
for the haul 
proceeding. 
Pacific 
Oregon 


7.38 mills 


Kemerer 
operating 
would 


Railway and the 


Short Line. The conditions in 


case, so far as indicated, seem to be no 
difficult than the 
to Helena. 

In Nebraska State Railway 
& @ R. BR. .Co., 23 LC. C.. 12) 
1912, p. 729] we had under consideration 
from the Walsenburg district in Colorado to 
points, in conditions there 
we refused to that earnings 
6.83 mills per ton 


operating conditions from Sunnyside 
Commission vs. C., B 
{Traffic World, April 13, 
rates on coal 
various 
shown 


Nebraska, and under 


reduce rates 
mills to 9.14 
that operating 
case than in that. 
comparisons are 
ton-mile 


produced 


from per mile 


ranging 
It does not 
difficult. in 


Further 


appear conditions are less 
this 
made by complainant 
earnings 
transportation of coal 
Rocky 


defendants 


rate 


intended to show lower received 
from 
Moun- 


under 


by various carrier for the 


and to points in other sections of the 


tain territory than are received by 


the rate here involved: but these comparisons are not 
whether the 


otherwise. In the 


accompanied by evidence as to transpor 
similar or 


furnish little or no aid 


conditions are 
such 


tation 


absence of evidence they 


in the solution of the question before us. Some of the 


relate only to earnings under the propor 


rate 


comparisons 
received by the Northern 


that 


through 
and for 


tion of- the 
company, 
importance. 


Pacific reason are not of ma 
terial 
Helena 


coal from 


only 


movement of 
averaging 
movement 


The 
is light, 
whereas the 


Sunnyside to 


1800 tons a 


about year, 


under some of the rates re- 


ferred to for comparison is heavy and not infre- 


quently in trainloads. 


While a rate of $5 per ton on coal from Sunny- 
side to Helena would seem to be high, the evidence 
in this case is not sufficient to warrant a holding that 
such a rate was unreasonable. There is no evidence 


to support the charge of discrimination other than 
that submitted on the question of the unreasonableness 
of the rate. and 
find that complainant has not 


was either unreasonable or 

The made no direct effort to 
justify the increase in the from $5 to $5.10, and 
in the absence of evidence to sustain the burden placed 
upon them in this opinion and find 
that the increased unreasonable to the extent 
of 10 this reparation will be 
complainant on all after the 


opinion 
the $5 


record we are of 
that 


Upon the 
shown rate 
discriminatory. 

defendants have 


rate 


respect, we are of 
rate is 
cents per ton. On basis 
shipments 
upon submission of 


will be entered in 


awarded the 
increased 
satisfactory 


became effective, 


thereof. An order 


rate 
proof 
accordance with the conclusions herein reached, 


ORDER. 
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matters and things involved been 
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having, on the date hereof, made and filed 
containing its findings of fact 
which 


part 


Commission 
and conclusions 
referred to anid 


a report 


thereon, said report is hereby 


made a hereof 

It is ordered, That the above-named defendants be, 
and they are notified and required to cease 
and September 1, 1913, and for a 
period of two years after September 1, 1913, to abstai) 
demanding, collecting, or receiving thei: 


hereby, 
desist, on or before 
from charging, 
rate for the transportation of coal 
Sunnyside, Utah, to Helena, Mont., 
found in said unreasonable. 

further ordered, That said defendants be, and 
hereby, notified and required to establish, on 
Sept. 1, 1913, upon notice to the Interstate 
Commission and the public by not 
filing and manner 


in carloads 
which said 


present 
from 
rate is report to be 

It is 
they are 
or before 
general 
posting in the 
regulate 
Sept. 


Commerce 


less than five days’ 


section 6 of the act to com 
merce, and for a period of 
1913, to maintain, and apply to 
coal in 
Mont., a rate not in 
rate is found in said 

And it is 


prescribed in 
from 
the transportation of 
Utah, to Helena 
which said 


two years 


carloads from Sunnyside, 


excess of $5 per ton, 
report to be reasonable. 
That this 
complainant’s 


further ordered, case be held 


open for proof in support of claim fo! 


reparation. 


SALT RATES FROM WISCONSIN 


1. & § DOCKET NO. 216 
(Fe ki Ge 2. 


OPINION NO. 2378 
Rep., P. 526.) 


Submitted April 21, 1913. Decided June 21, 1913. 


The tariff provision by which the respondent is excepted fr 
participation in joint rates on salt in carloads from Milwau 
kee and certain other points in Wisconsin to points in Iowa 
etc., is not approved. The respondent. is required to ma 
tain the present rateS as maxima for two years. 


J. ...Post for Patit Salt Co. 

N. S. Brown for Wabash Railroad Co, and its 
ceivers. 

F. P. Eyman and C. C. Wright for Chicago & 
North Western Railroad Co. 


Report of the Commission. 
MEYERS, Commissioner: 
1913, we issued an orde! 


prov! 
Hosmer's 


Under date of January 29, 


until June 1 the operation of certain 
sions of supplement No. 5 to Agent W. H. 
tariff I. C. C. No. A-319, naming local and joint 
carloads. By April 22 said 
sions further December 1. The 
particular item complained of excepts the Chicago, Bur 
lington & Quincy and the Wabash from the operation 
of the joint rates named fom a number of points in 
Wisconsin, of which Milwaukee is the most important 
and provides that the combination of locals shall appl) 
on shipments made to points on or via these lines 
The exception noted as applying to the Chicago, Bul 
lington & Quincy was carried over from the preceding 
tariff, having been in effect for several years, and on!) 
the Wabash is involved in the present proceeding. 
Following our opinion in the case of the Colonial 
Salt Co, vs. Michigan, Indiana & Illinois Line, » 
I. C. C., 358, Traffic World, May 11, 1912, p. 936) join 
rail-and-lake rates on salt from Michigan points (0 
destinations in lowa, etc., were cancelled, and by tle 
subsequent issue of Hosmer’s I. C. C. No. A-319, the 
rates from Chicago and Milwaukee and various ot! ie! 


suspending 


rates 


on salt in order of provi 


were suspended to 
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points in Wisconsin to 
River, for 
00 pounds, 


destinations at the Missouri 
which had _ been 
were reduced to 14 
under special permission, to become effective 
than statutory notice, and through inadvert- 
nee, as is explained, carried notes excepting the Chi- 
igo, Rock Island & Pacific, the Illinois 
ie Wabash, as well as the Chicago, 
Juincy, from the application of the 14-cent rate from 
ie Wisconsin points, causing advances in rates for all 
f the lines named except the Chicago, Burlington & 
Quincey. These exceptions were eliminated so far as 
the other three lines were concerned by supplement 
No. 2, only to 
equest 


instance, 15% cents per 


cents. This tariff was 
ssued 
nm less 
Central, and 


Burlington & 


be restored as to the Wabash at its 


in supplement No. 5, which is the 


this proceeding. 


All-Rail 


one intr 
olved in 


Rates in Effect. 


The through rates by rail 
points were established at 


and lake from Michigan 
18 cents per 100 pounds, and 
effect at present via all-rail routes, 
from Chicago and Milwaukee and the 
points 4 cents less. As is indicated, 
& Quincy joined in the 
the joint rate of cents or 14 cents 
Wisconsin points, demanding that the business 
it at a Chicago junction and apply- 
ing the combination of locals. It is the purpose of the 
Wabash to establish itself on the 
inasmuch 
Milwaukee, or 


those rates are in 


with the rates 
other Wisconsin 
the Chicago, 
application of 
from the 
be turned 


Burlington never 


15% 
over to 


same basis; in other 
produced at Chicago or 
Wisconsin points, it is 
to have shipments destined 
moving by the all-rail route or 
route, turned over at Chicago, or, fail- 
have the movement from Milwaukee to 
local rates, thus obtaining the long haul and 
the traffic. 
own direct line from Chicago 
to Kansas City Council Bluffs, and, of course, pre- 
ers to carry its shipments over the entire line instead 
of receiving them at Iowa junction points with 
spondingly reduced divisions. It is maintained that the 
Wabash joined in making the 14-cent rate from Chicago 
matter of competition, contending that the rate 
Not having its own line into Mil- 
waukee, it is not willing to join in such a rate 
that point. The record is not clear as to the rates and 
facilities for the movement of salt from Ludington and 
Manistee to Milwaukee and Chicago. It appears, 
that the movement is generally by tramp steamers. 
On shipments of salt moving from Milwaukee to 
the Missouri River by way of Chicago the Wabash allows 
the line north of Chicago 35 per cent of the through 
rate. However, on shipments to certain local points in 
southwestern Iowa and northwestern Missouri it receives 
4% per cent of the through rate for its 
Council Bluffs, the lines leading out from 
generally retaining as long a 
On traffic moving directly 
duction all-rail to Missiouri 
would receive 13 cents from 


as salt is not 
any 
the purpose of the 


words, 
other of the 
Wabash 
to points on its line, 
the rail-and-lake 
ing in that, to 
Chicago at 
ie maximum revenue on 
The Wabash has its 


and 


corre- 


as a 
named was too low. 


from 


how- 


ever, 


haul from 
Milwaukee 
haul as possible. 

from. the 


River 


points of pro 
points the Wabash 
the Chicago junction. It 


is said that very little salt originating in Michigan and 
moving across the lake by way of Milwaukee or Chicago 


is handled by the Wabash, 
inating on its own line near 
The protestant 
Milwaukee. 


most of its shipments orig- 
Detroit. 

engaged in handling salt 
It was originally established 30 or 


is a firm 


more 
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years ago and continued in business until about 10 years 
ago. About a year ago it re-established itself. It owns 
docks and other property used in the handling of ship- 
ments of salt, which are brought in from Ludington, 
Manistee and Port Huron, Mich.; St. Clair, Ontario, and 
Cuylerville, N. Y. The shipments from Ludington and 
Manistee, about 60 per cent of the total, usually come 
by tramp steamers at rates ranging from 7 to 9 cents 
per barrel, or 24% to 3 cents per 100 pounds. The New 
York salt comes by boat from Buffalo, at rates varying 
from 65 to 90 cents per ton, plus the advance charges 
to Buffalo, while that from St. Clair and Port Huron 
comes by rail and car ferry at rates ranging from 3% 
cents per 100 pounds in cars of large capacity to 5 
pounds. 

The salt is received in bulk, in barrels and in vari- 
ous-sized packages. art of the bulk salt is put up in 
packages at the protestant’s place of business, and out- 
going shipments are made up of various proportions of 
bulk salt, barrel salt, and packages of the different sizes, 
to suit the requirements of individual orders. 

The testimony shows that few, if any, salt-producing 
points can provide that combination of grades and 
quantities which the retail trade demands and which 
it is the function of the protestant and his competitors 
to provide. 


cents per 100 


Aside from the competition 
handle their business in 


with local dealers, who 
the same way, the protestant 
meets competition from dealers in Chicago, with whom 
there has always ‘been equality in the matter of out- 
bound rates. In consequence of the exception of the 
Wabash the operation of the joint rates, the pro- 
claims to be placed under a disadvantage in 
shipping to local points on the line of the Wabash, to 
the extent of the local rate from Milwaukee to Chicago, 
which is 3% cents per 100 pounds. An occasional order 
straight carload of one kind of salt might be 
shipped directly from the salt works to the purchaser, 
but such an order would be exceptional and practically 
all the orders handled are for mixed carloads. It does 
not seem, moreover, to be considered practicable, for 
reasons, to order mixed carloads for direct 
shipment from any of the salt works to the protestant’s 
customers. 


from 
testant 


for a 


business 


Formerly No Restrictions, 


The protestant stated that in the earlier days there 
were no restrictions as to the forwarding of shipments 
from Milwaukee to points on the Chicago, Burlington 
& Quincy, which, of course, are much more numerous 
in the territory involved than those on the Wabash. As 
suggested above, the case of the Chicago, Burlington & 
Quincy is not before us in this proceeding, although the 
witness asserted that the restrictions on shipments by 
that line considered burdensome. 

The through class rates from Mil- 
waukee, which are the same as the Chicago rates, and 
the divisions received are in many instances less than 
the revenues from similar traffic originating at Chicago 

Taking the local points given in the record as illus- 
trative, the situation presents two through routes, which 
are apparently equally feasible and satisfactory so far 
as the movement of the traffic is concerned, the first 
being by the line of the Milwaukee or the Northwestern 
from Milwaukee to Council Bluffs, thence by the Wabash 
to the destination local to its line; the second being by 
one of the lines between Milwaukee and Chicago, thence 


were 


Wabash joins in 
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via the Wabash to destination. In the first, the originat- 
ing line gets the long haul; in the second, the deliver- 
ing line gets the long haul. The long haul is generally 
conceded to the originating line. In the fixing of the 
divisions, as described by the witness for the Wabash, 
it would seem that there has been a mutual regard for 
the long-haul rights of both the originating line and the 
delivering line, and it does not appear that sufficient 
reason has been shown for the withdrawal of the 
Wabash from the through routes and joint rates in- 
volved in the present proceeding, especially considering 
the fact that the Wabash continues to participate in the 
various class rates from Milwaukee. 

It will be understood that the rates here required 
to be maintained by the respondent for the future will 
be subject to such modifications, if any, as may be re- 
quired in a proceeding now pending in which the rates 
on salt from Milwaukee to these destinations over all 
lines are involved. 

An order will be entered requiring the respondent 
to continue in effect the present rates as maxima for 


a period of two years. 


It appearing, That on Jan. 29, 1913, the Commission 
entered upon an investigation concerning the propriety 
of certain proposed schedules of rates contained in the 
following tariff: W. H. Hosmer, agent, Supplement No. 
5 to I. C. C. No. A-319, and subsequently ordered that 
the operation of said schedules contained in said tariff 
be suspended until Dec. 1, 1913; 

It further appearing, That a full investigation of 
the matters and things involved has been had, and that 
the Commission has, on the date hereof, made and filed 
a report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and 
made a part hereof: 

It is ordered, That the carriers parties to the said 
tariff be, and they are hereby, notified and required, on 
or before Sept, 1, 1913, to cancel the schedules above 
named. 

It is further ordered, That the respondents herein 
be, and they are hereby, notified and required to con- 
tinue in effect for a period of two years from the date 
hereof joint rates for the transportation of salt in car- 
loads from Milwaukee and certain other points in Wis- 
consin named in said tariff to the points in Iowa therein 
named, which shall not exceed their joint rates on said 
commodity now in effect over their lines from said 
points of origin to said destinations. 


CHICAGO’S DISADVANTAGE COMMERCIAL 


es 


OPINION NO. 2379 
(27 I. C. C. Rep., P. 530.) 
BOARD OF TRADE OF THE CITY OF CHICAGO VS. 
CHICAGO & ALTON RAILROAD CO. ET AL. 


CASE NO. 4752 


Submitted Nov. 18, 1912. Decided June 23, 1913. 


Proportional rate of 10 cents per 100 pounds on wheat from 
Minneapolis to Chicago found to be neither unreasonable nor 
unjustly discriminatory. 

An arrangement under which Minneapolis pays 25 cents on 
flour to the east and to central freight association territory, 
while Chicago must pay 10 cents more than Minneapolis for 
its wheat and 16.7 cents east on its flour, a total of 26.7 
cents, is unjustly discriminatory and the discrimination 
should be removed. 

3. Milling in transit is established to give to the miller the 
benefit of the through grain rate which he could not other- 
wise obtain. If rival mills may procure their wheat from 
the same producing points at the same through rate, the 
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principle is satisfied, and one miller should not expect 

enter another milling point and reship the raw mate: 

there found to his own mill on an equality with the mil! 

by whom the raw material has been accumulated. And 

held with respect to an adjustment of rates under whi 

Chicago can ship direct from points of production at rat: 

as low or lower than Minneapolis, but cannot draw fro 

Minneapolis certain wheat there accumulated and reship : 

Chicago on the same basis as the Minneapolis miller. 

Chicago’s failure to attract wheat in the same volume 
Minneapolis is a disadvantage due to commercial rath: 
than transportation conditions and is not chargeable 
the defendants. 

Wheat, on the one hand, and barley, rye, oats, and oth 
coarse grains, on the other, do not constitute such ‘‘li} 
traffic” that a different charge for their contemporaneou 
transportation is violative of section 2. 

William E. Lamb and W. M. Hopkins for complainant 

W. P. Trickett for Minneapolis. Civic and Commerc: 
Association. 

G. Roy Hall, Charles F. MacDonald, and Francis \ 
Sullivan for Duluth Board of Trade. 

George A. Schroeder for Chamber of Commerce of Mil 
waukee, 

Edward P. Smith for Omaha Grain Exchange. 

Garrard B. Winston for Chicago & Alton Railroad 

and Chicago Great Western Railroad Co. 

C. C. Wright for Chicago & North Western Railway) 

and Chicago, St. Paul, Minneapolis & Omaha Rai! 
way Co. 

R. B. Scott for Chicago, Burlington & Quincey Rail 
road Co. 

O. W. Dynes for Chicago, Milwaukee & St. Paul 
Khailway Co. 

W. F. Dickinson and Wallace T. Hughes for th: 
Chicago, Rock Island & Pacific Railway Co. 

A. P. Humburg for Illinois Central Railroad Co. 

George W. Seevers, S. G. Lutz and W. H. Bremner fo: 
Minneapolis & St Louis Railroad Co. 

James B. Sheean and H. M. Pearce for Chicago, St 
Paul, Minneapolis & Omaha Railway Co. 

James Stillwell for Pennsylvania Co.:; Pittsburgh, Cin 
cinnati, Chicago & St Louis Railway Co.; Pennsylvania 
Railroad Co.; Erie & Western Transportation Co.: and 
Vandalia Railroad Co. 

Report of the Commission. 
M’CHORD, Commissioner: 

In this proceeding Chicago, Ill., asks that its propo: 
tional rate of 10 cents per 100 pounds on wheat from 
Minneapolis and Duluth, Minn., be declared wnreasonab|: 
and unjustly discriminatory because a rate of 7% cents 
obtains on coarse grains between the same points; b 
cause flour manufactured from wheat originating in ce! 
tain territory may be shipped from Minneapolis to C! 
cago at what is equivalent to a rate of 7% cents; and 
because Minneapolis and Duluth can ship flour all rai) to 
the east for 25 cents, 8.3 cents of which aeerues to t! 
carriers west of Chicago, while Chicago must pay 
cents to transport Minneapolis or Duluth wheat to it 
mills and 16.7 cents to get its flour from Chicago to t! 
east, a total of 26.7 cents. 

While it is specifically alleged that the 10-cent rate 
unreasonable in itself, except for a comparison of t 
revenue produced therefrom with the average reven 
upon all traffic, the proof adduced in support of tl 
averment was confined chiefly to a comparison with ral: 
on other characters of grain between the same poin'! 
Chicago’s principal grievance is that it can not purcha 
wheat in Minneapolis or Duluth and ship the same out 
rates as favorable as the Minneapolis miller procures f[ 
the transportation of flour manufactured from trans't 
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vheat, or as favorable as either Minneapolis or Duluth 
btains for the transportation of flour to the east. 

There is a local rate of 15 cents on wheat to Chicago 
riginating at Minneapolis, but as no wheat is produced 
ere the rate is largely figurative and need not be 
irther referred to. Wheat that originates beyond 
Jinneapolis moves out to Chicago at a proportional rate 

10 cents, the same rate also applying to flour. Were 
not, then, for certain transit. privileges allowed at Min- 

\eapolis, Chicago would have no complaint, except as to 
the eastern situation, which we will consider later. But 
rom stations on the lines of several of the defendants 
ast of the Missouri River in southern North Dakota, in 
South Dakota, Minnesota, and Iowa, and from such Mis- 
souri River points as Kansas City and Omaha, joint rates 
are published on wheat to Chicago with milling-in-transit 
privilege at Minneapolis. Certain differences, which it is 
not necessary here to discuss, exist in the manner in 
which this privilege is accorded by the several defendants 
making provision therefor. It is sufficient to say that for 
the most part these joint rates are made from 6 to 7% 
cents, generally the latter, over the rates to Minnapolis 
proper. Under this adjustment wheat may be transported 
through Minneapolis to Chicago or it may be milled in 
Minneapolis and the product shipped to Chicago at the 
rate. Wheat, as wheat, can not move out of 
Minneapolis on transit. This places the Minneapolis and 
the Chicago miller on an absolute purity, provided they 
wheat in the country. From northern 
North Dakota and Minnesota no joint rates on wheat 
to Chicago are published, the combination on Minneap- 
olis applying; neither is milling in transit permitted on 
wheat of this origin. As Minneapolis, then, must pay 10 
cents into Chicago on flour so manufactured and Chicago 
10 cents for the transportation of this wheat from Min- 
neapolis, a parity also exists here. 

From Kansas City wheat may move up to Minneapolis 
and the product down to Chicago at 7% cents over the 
to Minneapolis, but from this point the rate to 
Chieago direct is the same as to Minneapolis, giving 
to Chicago an advantage of 7% cents over the Minne- 
apolis miller. From other territory in South Dakota, 
Nebraska, Kansas, and Iowa the through rates to Chicago 
are graduated northward from an amount equal to the 
Minneapolis rate to 7% cents above. In the territory in 
which the rates are from nothing to about 5% cents 
over Minneapolis, no transit is allowed at Minneapolis, 
and Chicago, therefore, has the advantage of the differ- 
ence between the maximum of 5% cents over Minneap- 
olis paid by it and the 10-cent rate that the Minneapolis 
miller must pay into Chicago. From this it would appear 
that Chicago not only is under no disadvantage but has 
in actual advantage from many points; and this is true 
f Chicago purchases wheat at the point of production. 
But it is earnestly insisted that because of the necessity 
for inspection, grading, etc., a miller or grain dealer can 
not purehase his wheat in the country, but must buy 
from samples which can be obtained only in the markets; 
therefore Chicago can not avail itself of the joint 
but must seek such markets as Minneapolis and 
ay the 10-cent proportional 

As the character of his output must be uniform, it is 
apparent that in the selection of his wheat considerable 
are must be exercised by the miller, and a purchase 
ther than by sample is impracticable. This is con- 
eded by defendants, but they contend that it has no 
application to the grain dealer. So far as appears from 


same 


purchase their 


rate 


that 
rates, 
rate. 
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this record, the Minneapolis miller buys his wheat upon 
the Minneapolis market. This wheat, however, is moved 
into Minneapolis principally because of the great demand 
created by its tremendous milling capacity and its im- 
mense storage facilities—results of early enterprise and 
continued industry. Minneapolis is not a wheat market 
in the proper sense; it is primarily a milling center, only 
a small portion of its inbound wheat being reshipped as 
such. Chicago, on the other hand, is a grain market. 
It has but few flour mills and most of its wheat is re- 
shipped. If it is unable to attract wheat in the same 
volume as Minneapolis, its disability is due to commercial 
rather than transportation conditions. 

The Minneapolis miller buys from the Minneapolis 
dealer upon his own market. If the Chicago grain dealer 
went into the same producing territory the Chicago miller 
might buy upon his own market at rates in no instance 
in excess of those which the Minneapolis miller would 
pay to get his flour into Chicago. If the Chicago grain 
dealer does not see fit to do what the Minneapolis dealer 
has done, a commercial disadvantage operates against 
the Chicago miller in nowise chargeable to the carriers. 
The Minneapolis grain dealer must pay 10 cents on his 
wheat to Chicago just as must the Chicago dealer or 
miller purchasing in Minneapolis. Complainants insist 
that they should be permitted to go into the Minneapolis 
market, purchase wheat, and ship it out at a rate no 
higher than the Minneapolis miller pays as the balance 
of the through rate on wheat manufactured into flour and 
shipped to Chicago. If this contention be sound, dealing 
in transit must be established at all points where milling 
is allowed, and every milling point must be permitted 
not only to draw wheat directly from the same producing 
territory and ship the product to a common point of con- 
sumption on a parity, but also must be given the right 
to enter another milling point and reship the raw ma- 
terial there found to its own mill on an equality with 
the miller by whom the raw material has been accumu- 
lated. We do not believe the function of transit should 
be so enlarged. The theory of its establishment is to 
give to the miller the benefit of the through grain rate 
which he could not otherwise obtain, and if the rival 
mill may procure its wheat from the same producing 
points at the same through rate the principle is satis- 
fied. In our opinion this adjustment does not unjustly 
discriminate against Chicago or unduly prefer Minne- 
apolis on shipments to Chicago and Chicago rate points. 

We entertain the same view as respects shipments 
of flour to the East moving into Chicago from Minneap- 
olis on what complainant terms the 7\%-cent rate. Flour 
manufactured in Chicago from wheat shipped directly 
from the same territory whence comes the Minneapolis 
miller’s transit wheat is under no transportation disad- 
tage when it is ready for shipment eastward. From the 
non-transit territory, however, Minneapolis can move its 
flour to the East at a through rate of 25 cents, while 
Chicago must pay the wheat rate in and 16.7 cents on 
flour out. Where it has joint rates on wheat, Chicago is 
under no transportation disadvantage as compared with 
Minneapolis, but from northern North Dakota and Min- 
nesota no joint rates are published and Chicago pays 
the Minneapolis rate plus the 10-cent proportional. When 
it uses wheat from this territory, Chicago must pay the 
total of 26.7 cents from Minneapolis to the East as com- 
pared with the through rate of 25 cents from Minneapolis. 
Here it is under a disadvantage of 1.7 cents, which 
defendants have offered to remove by giving Chicago 
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a milling-in-transit privilege on wheat from Minneapolis 
destined to the East and to Central Freight Association 
territory at a rate of 25 cents. The interior mills be- 
tween Minneapolis and Chicago are placed on the Chicago 
basis by the existence of a milling privilege under the 
10-cent proportional rate from Minneapolis, and they are 
given the Minneapolis basis upon shipments of flour 
to the East. This is accomplished by a refund to the 
basis of the 8.3-cent Minneapolis-to-Chicago division of 
the 25-cent rate upon proof that the product has been 
shipped to the East. 

There is no transportation reason why Chicago should 
not place its flour in the East and in Central Freight 
Association territory on a parity with Minneapolis and 
the interior mills. As to this portion of the complaint, 
we find that the existing rates and regulations are un- 
justly discriminatory. 

Complainant vigorously argued that the existence of 
a rate of 7% cents on coarse grain and a higher rate 
on wheat is itself unjustly discriminatory, and is proof 
that the 10-cent wheat rate is unreasonable per se. They 
also allege that a charge of 10 cents upon wheat while 
only 7% cents is required to transport barley, rye, oats 
and other coarse grains is violative of section 2 in that 
different rates are collected for like and contemporaneous 
services in the transportation of like kinds of traffic 
under substantially similar circumstances and conditions. 
While these commodities are similar in general appear- 
ance and to that extent are “like,” and while the manner 
in which they are actually transported may be substan- 
tially similar, we do not believe this section of the act 
susceptible to such literal interpretation, but rather think 
it must be considered in the light of the evils its history 
indicates the intention of Congress to correct. This 
section, as has been frequently stated both by this Com- 
mission and by the Supreme Court, is founded upon 
the equality clause of the English act. It leaves to sec- 
tion 3 the prohibition of undue preference to one com- 
modity and undue prejudice to another, and it should 
not be made the basis for an order fixing the relation- 
ship of rates upon kindred commodities. If inequality 
résults from the exaction of a special rate to one ship- 
per and a different rate to another upon like traffic con- 
temporaneously transported under substantially similar 
circumstances and conditions, the section is violated. 
In the present instance we do not believe the commodi 
ties in question constitute the like traffic referred to 
in section 2, and we cannot find the principle of equality 
there prohibited here violated. Nor are we able to find 
any unjust discrimination resulting from the exaction 
of the 10-cent rate on wheat and the 7%-cent rate on 
coarse grain, commodities competitive in no _ practical 
sense. 

Section 1 amply covers all cases of unreasonableness, 
relatively and otherwise. Ordinarily wheat takes a 
higher rate than coarse grain, and we see nothing in the 
difference here existing to justify a finding of unrea- 
sonableness. The carriers insist that water competition 
via the lakes and the necessity for equalizing rates via 
the Chicago and the Duluth gateways resulted in the 714- 
cent rate on coarse grain; that with respect to wheat 
the competition was not so great and was not recognized 
because by far the greater portion of the wheat shipped 
into Minneapolis is consumed there. This would not be 
at all persuasive if we were convinced that coarse grain 
and wheat otherwise should take the same rates. 

The real issue in this case is one of relationship, not 
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between coarse grain and wheat, but between the Minn 
apolis miller and the Chicago miller and wheat deal 
We have thoroughly considered the case on that ba 
and have found what discrimination exists. As this wou 
be removed by the publication of the transit arran; 
ment proposed by defendants, no order will now be ma: 
Defendants will be given until Sept. 1, 1913, to ma 
effective the proper tariffs. 

Petitions of intervention filed by Duluth, on beha 
of the complainant, and by Omaha, seeking reduction 
from Omaha similar to any that might be made in th 
Minneapolis-to-Chicago rate, require no further mentio: 
in view of this disposition of the case. 


TRANSIT PROVIDED FOR TOLEDO 


CASE NO. 5295 OPINION NO. 2380 
(27 I. C. C. Rep., P. 536.) 
TOLEDO PRODUCE EXCHANGE VS. ANN ARBOR 
RAILROAD CO. ET AL, 
Submitted April 9, 1913. Decided June 23, 1913. 


The Toledo Produce Exchange complains against the restrictions 
placed upon the forwarding of grain and grain product 
after transit at Toledo, Ohio, and asks for the establis! 
ment of reshipping rates, ex-lake rates and export rates o1 
grain and grain products on the usual basis of 78 per cen 
of the corresponding Chicago-New York rates; Held: 

1. That joint through rates with transit at Toledo should be es 
tablished to cover the movement of grain and grain products 
by all reasonably direct routes to points in the east. 

2. That domestic and export rates on ex-lake grain forwarded 
from Toledo to New York should be established in the rela 
tion of 78 from Toledo to 60 from Buffalo. The customar 
differentials to other destinations should be observed. 

3. That export rates on grain and flour from Toledo to New 
York should be as 78 is to 60 for the export rates on grai! 
and flour from Buffalo with the customary differentials t: 
other north Atlantic ports. 


Jean Paul Muller and Fred O. Paddock for com 
plainant. 

O. E. Butterfield and W. W. Collin, Jr., for New 
York Central lines. 

L. E. Hinkle and W. W. Collin, Jr., for Pennsylvania 
lines. 

Morison R. Waite for Baltimore & Ohio Railroad Co 
and Cincinnati, Hamilton & Dayton Railway Co. 

Alexander L. Smith and Gustavus Ohlinger for An: 
Arbor Railroad Co, 

Report of the Commission. 
MEYER, Commissioner: 

The complaint in this case was brought by the To 
ledo Produce Exchange, an Ohio corporation, whose 
members are engaged in buying, milling, selling and ship 
ping grain and grain products. The defendants are th 
lines of railway entering Toledo and their connection 

The complainant alleges discrimination against th: 
Toledo grain market and in favor of other so-calle 
primary grain markets, such as Chicago, Peoria and S 
Louis, as the result of: (1) Restrictions preventins 
the free forwarding of grain, etc., by any line outboun 
irrespective of the inbound line; (2) a failure upon th 
part of certain of the carriers to provide milling i 
transit at Toledo; (3) the absence of reshipping rat« 
on lake grain, and (4) the maintenance of higher rat: 
on export grain than from Chicago. 

The relief sought is the establishment of reshippin 
rates via all eastbound lines to New York, of 12% cent 
per 100 pounds on grain and 13 cents on grain pro: 
ucts, whether received by rail or by lake, with the usu 
differentials to other points and the removal of a 
restrictions on the interchange of traffic; milling 
transit on all grain shipped by way of Toledo, and rat: 
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of 10% cents and 11 cents on grain and grain products, 
espectively, shipped to New York for export. 

Toledo has been a market for grain for many years, 
ie Toledo Produce Exchange being the direct 
or of the Toledo Board of Trade, an organization of 
yrwarders, commission men and produce dealers, estab- 
ished as early as 1849. A considerable producing sec- 
tributary to Toledo, and the market facilities 
tablished there enable the near-by producer to obtain 
juick returns from his shipments. It is further claimed 
strict system of inspection and grading the 
has secured a good standing with eastern buy- 
its grades of grain are accepted as standard. 
lo a certain extent it now has the advantage of transit 
forwarded to eastern destinations, and it seeks 
proceeding to these services 


succes- 


ion is 
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by this have made all- 
inclusive. 


The Toledo Market Situation. 


An exhibit in the record shows the receipts of all 
grain in the Toledo market for a 
round numbers, the total was 42,000,000 
1900, with a marked falling off in 1901, fol- 
somewhat gradual decline to 11% million 
bushels in 1909, and an increase for the next two years 
of 15,000,000 bushels in 1911. Some effort was made 
on the part of the defendants to show that the falling 
off in receipts was the result of a decline in the pro- 
duction of grain in the territory more directly tributary 
to Toledo. It was admitted by the complainant that 
the center of production is moving westward, but it was 
claimed that the crops in adjacent territory of late years 
the average, and that the real 
situation is the disadvantage 
market is placed by the carriers in 
comparison Chicago and other primary markets 
with which it competes. It was acknowledged that the 
increasing volume of grain moving to the Gulf ports for 
export would have an effect 
handled at Toledo, and it 
that the increase in the 
interior 


kinds of series of 
years. In 
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points and 
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Toledo. 

territory 


at other also 
toward 

The from which Toledo: dealers buy grain 
is said to include the states of Ghio, Michigan, Indiana, 
Illinois, Iowa, and Nebraska, though 
looked upon as_ peculiarly 
certain other sections the 
competition of buyers from 
Throughout the record com- 
parisons are made with the market and transportation 
conditions at Chicago, it being claimed that, except as 
to the volume of business, the market at Toledo is the 
counterpart of the Chicago market; but that on account 
of the restrictions in force at Toledo it is handicapped 
competition. 


Missouri, Kansas 
first-named are 
tributary to Toledo. In 
Toledo dealers meet the 


Chicago and other points. 


the three 


in its 


Method of Handling Grain. 


grain bought in the various producing 
sections by the Toledo dealers is shipped to Toledo at 
local rates. Under the usual transit restrictions as to 
billing and routing it may be shipped out at the bal- 
ance of the through rates from the points of origin 
to final destination; but free choice of lines for the 
movement east from Toledo is therefore not possible. 
This is limited to the lines with which the initial and 
delivering lines have through routes and divisions. In 


At present 
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other words, a shipment 
forward over a certain 
buyer, can 
dealer can 
line or of 


which it might be desired to 
line, perhaps designated by the 

the through rate only in case the 
present inbound billing of the same 
its affiliations. It is alleged that in 
consequence of these restrictions the Toledo dealers are 
forced to forego sales which might be made at more 
advantageous terms or else to pay full local rates both 
inbound and outbound. 

It is pointed out that Chicago, Peoria and St. Louis 
have reshipping rates on grain, with unrestricted inter- 
change of traffic among all connecting lines. The poin's 
named are “rate-breaking points,’ having specific rates 
inbound and outbound. However, a somewhat different 
adjustment of the rates into Toledo is desired, namely, 
such an adjustment that in each instance the amount 
finally paid for the movement into Toledo shall repre- 
sent the difference between the reshipping rate and the 
through rate from the point of origin to destination. 

The present reshipping rate on grain from Chicago 
to New York is 16 cents per 100 pounds, with differ- 
entials of 2 cents less to Philadelphia and 2 cents mure 
to Boston. Toledo now pays 15% cents to New York. 
It asks for 12% cents, which is 78 per cent of the 
Chicago rate, Toledo lying in 78-per-cent territory. No 
change in any of the present through rates is sought, 
although the changes proposed may affect some of the 
divisions. 

Toledo has but one strictly through line of railway, 
the Lake Shore. The other lines reaching the city ter- 
inate there. Some of these are branches of trunk lines 
which extend east and west of Toledo. A terminal or 
belt line affords facilities for the interchange of ship- 


move at 
Toledo 
one of 


ments among all the lines entering the city. 


During 1911 one of the principal grain firms shipped 
in 3,419 cars, the handling of which is said to be repre- 
sentative of the Toledo market as a whole. About 75 
per cent of these originated on the lines of six carriers. 
the number of cars running from 200 to 950 each. ‘he 
remaining 25 per cent originated on 29 lines, witn from 
1 to 127 cars each, and only five of the latter lines 
originated more than 40 cars each. A large part of the 
wheat included in this total was sent out by boat. of 
the shipments made by rail, chiefly corn and oats, about 
83 per cent went forward by the lines of two carriers— 
the Lake Shore and the Michigan Central—neither of 
which originated any very considerable portion of the 
total number of cars. 


Lake Shore Opposes Adjustment. 


The 
ment sought 


most vigorous opposition to the rate adjusr- 
is made on the part of the Lake Shore, 
which, as has been noted, extends both east and west 
of Toledo and apparently entertains fears that if re- 
shipping rates are established, permitting free inter- 
change at Toledo, it will lose some of the traffic v hich 
it brings in. In this way it will be cut off with a short 
haul on through traffic and receive only the inbound 
rate, which may be somewhat reduced in consequcnce 
of the adjustment to the basis of the through rate in- 
volved in a particular movement. It is not clear ‘hat 
the effect which is anticipated in the case of this line 
would necessarily be of great consequence, since it 
would still have the opportunity of recouping itself from 
the large proportion of the outbound business, which in 
the very nature of things it would doubtless continue to 
receive. 
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Other Roads Indifferent. 


On the other hand, three lines—the Wabash, the 
Alton and the Toledo, St. Louis & Western—which to- 
gether originated almost half of the shipments referred 
to above, expressed themselves as being favorable to 
the establishment of the reshipping rates, while about 
20 other lines, which originated about one-fifth of the 
shipments, apparently considered the changes requested 
as being of no particular consequence to them and 
made no defense in the case. Thirteen roads, including 
the New York Central lines, the Pennsylvania lines, the 
Ann Arbor and the Baltimore & Ohio and Cincinnati, 
Hamilton & Dayton, originating about one-third of the 
traffic, are opposed to the granting of the petition. Their 
objections, aside from that of short-hauling already re- 
ferred to, are (1) that substantially all of the markets 
sought by the complainant are already available by 
some route or combination of routes—though it is ad- 
mitted that some of these do not enjoy all of the privi- 
leges that certain of the routes do; (2) that the exten- 
sion of the through routing arrangements to include ail 
the connecting lines at Toledo would involve, in many 
cases, back hauls into Toledo, away from the usual 
junction points with the eastern connections; (3) that 
the application of the specific reshipping rate of 12% 
cents and the consequent adjustment of the local rates 
inbound so as to equal the balance of the through rates 
in each instance, would result in such reductions of 
revenue to the originating lines that the traffic would 
become unprofitable, and (4) that any extension of privi- 
leges at Toledo would be followed by demands for simi- 
lar extensions at other points in the same territory, thus 
destroying the whole rate adjustment. 

The complainant submitted a statement illustrating 
“disabilities” resulting from the present restrictions on 
the outbound movement, and while certain of the car 
riers submitted counter statements of “abilities,” show- 
ing routes available for outgoing shipments at the 
through rates, these disabilities of which Tolodo com- 
plains have not been satisfactorily explained. 


Do Not Allow Milling in Transit. 


It is charged that certain of the rail lines entering 
Toledo do not allow milling in transit at Toledo, or if 
permitted the restrictions are such as to deprive it of 
much of its value. Grain products milled at Toledo can 
be shipped out only over the lines with which the road 
bringing the grain in has through routes and rates. Be- 
cause of the geographical location of Toledo, in certain 
cases this involves substantial back hauls and little ad- 
vantage in the rates under the sum of the locals. As 
noted above, it is the prayer of the complainant that 
milling in transit be allowed on all grain shipped into 
Toledo, with free interchange among all lines in ship- 
ping the products out, 

It is also pointed out that, in the absence of 2x 
lake rates, no vessel grain can be milled except on pay- 
ment of the local rates in and the local rates out. 
Much of the spring wheat grown in the middle West 
moves from Duluth by the great lakes, varying condi- 
tions of the market affecting the volume through the 
various ports. Toledo millers claim that this places 
them at a disadvantage in blending grain to improve 
the quality of their flour. The rates on grain from 
Duluth by the lakes are substantially the same to Chi- 
cago, Toledo and Buffalo. Chicago pays a rate of 16 
cents per 100 pounds on lake grain forwarded by rail 
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to New York; Buffalo pays 9.17 cents on ex-lake wheat 
for export and 10.83 cents on domestic; while Toledo 
which is substantially half way between Chicago and 
Buffalo, has no ex-lake rates and must pay 15% cents 
or only one-half cent less than Chicago. The effect of 
this adjustment, it is claimed, is to deprive Toledo of 
its share of the lake-grain trade and to offset its advan 
tage of location—234 miles nearer the Atlantic ports 
than Chicago. 
An Instance of Hardship. 

An instance of the hardship worked by the absence 
of reshipping rates on grain products milled from grain 
received by lake is given by the representative of a 
large milling firm which is interested in the complaint 
A large quantity of winter wheat was bought by this 
firm. Delivery was unexpectedly made from Chicago by 
boat instead of by rail. In the absence of transit on 
lake grain and of reshipping rates, the entire product, 
representing about half of the mill’s output for the year, 
had to move out at local rates, The defendants claim that 
this is an isolated case of grain movement into Toledo 
by lake, and one the like of which may not be expected 
again, which doubtless is true so long as the present 
rate adjustment is maintained. 

The last point of complaint to be noted is that the 
rates applied to grain and flour from Toledo for export 
are one-half cent higher than from Chicago. The export 
rates from Chicago to New York are 13 cents on grain 
and 14 cents on flour, while from Toledo they are 13% 
cents on grain and 14% cents on flour. The explanation 
offered by the defendant is that the lower Chicago rates 
are proportional rates, applicable on movements from 
points beyond Chicago, while the Toledo rates are said 
to be local. This attempted distinction between “pro 
portional” and “local” is almost entirely artificial, if not 
fanciful. The amount of strictly local grain must be 
relatively negligible for both Chicago and Toledo. In 
both cases the grain and grain products shipped out are 
“from beyond,” in the same substantial respect, and any 


attempted justification of the discrimination against: 


Toledo on this ground must fail. There is a “local” 
rate of 20% cents on flour from Chicago to New York, 
but no flour moves under it. The Toledo domestic rate 
on flour to New York is 16 cents. 


Similar to Memphis Case. 


This case bears much resemblance to Memphis Grain 
& Hay Asso. ve: &. L. @ 8. F. R. BR. Co. 241°C. C., 
609 [Traffic World, Aug. 3, 1912, p. 218], decided a year 
ago. The carriers involved in that proceeding urged 
the same objections as to the disturbance of rate adjust 
ments, the reduction of revenues, the revision of estab- 
lished divisions between carriers, and the short-hauling 
of traffic as are urged by the carriers in the present 
case. 

The situation at Toledo, however, appears to involve 
out-of-line hauls in a considerable number of instances, 
and it may be that full consideration of the effect of 
these and other circumstances would suggest somewhat 
different action than in the Memphis case. 

The present case is one of many which have been 
brought to the attention of the Commission from time 
to time dealing with a situation which has been created 
in the past and which, in the light of more recent experi- 
ence and practice, would probably never be permitted 
to arise. There was more or less dispute about the 
meaning of the term “primary market,” and attempts 
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made to define it. Certain points, such: as Chi- 
cago, Minneapolis, St. Paul, Omaha, St. Louis, Kansas 
‘ity, and Peoria, as well as numerous others, have long 
en known as primary markets; others, like Toledo, 
aye not been so regarded, It will be of no assistance 
o the Commission to adopt or devise a definition which 
vill inelude or exclude certain or all of these points. 
in this and in other cases it has been argued that pri- 
entitled to reshipping rates. They 
rates because they are rate-breaking 
That is the argument. Might there not be some 
orce in the obverse side of the shield, that they are 
ate-breaking points because they have reshipping rates? 
Peoria is a rate-breaking point and has reshipping rates. 
it lies in the interior, like a number of other points of 
similar size and similar character of railway facilities 
which might be mentioned. A careful comparison of the 
commercial and transportation characteristics of these 
rate-breaking points with those of other points that are 
not so classed suggests that the distinctions are not al- 
ways natural and real, but that on the contrary the ele- 
ments which characterize cities that have long been ac- 
cepted as rate-breaking points are equally applicable to 
others to which that designation and its attendant facili- 
ties and rate arrangements are denied. We are unable 
to discover characteristics and conditions sufficiently defi- 
nite and decisive. to enable us to approve or defend a 
line of demarcation between the group of rate-breaking 
hitherto established and maintained by the car- 
riers and another group embracing some of the places 
to which such classification and designation has hitherto 
denied. The table following illustrates this with 
reference to transportation facilities. All of the cities 
named in the table, except Toledo, are recognized as rate- 
breaking points. 
NUMBER OF THROUGH LINES AND TERMINATING LINES 
EXCLUSIVE OF ELECTRIC AND SWITce ING ROADS 


AT TOLEDO AND AT CERTAIN ITI 
KNOWN AS RATE-BREAKING POINTS. 


were 


markets are 


ave reshipping 


nary 


ints. 


points 


been 


i 
ER POINTS 


Termi- 
Through nating 
City. lines. lines. 
Bate) Bee Bs. exercises . a , te “ ] 
Chicago, Ill. ae 
Toledo, Ohio Aaa ee eed ; 
Peoria, Ill. ...... jeer uaa 10 
Kansas City, Mo ‘ ttteee tenes | 10 
Memphis, Tenn. a aii — Rabe “ i 
Omaha, Neb. ... . Lcinewe 3 6 
St. Joseph, Mo. .... jai deie a ee u:% 1 
With respect to Chicago and Peoria, it is 
that they lie on the border line between two great rate 
and traffic territories. This is true, but it is apparently 
not a determining factor, for Kansas City, Omaha and 
other rate-breaking points which might be mentioned lie 
far in the interior of a great traffic area. With respect 
to points like Kansas City, it has been argued that they 
are rate-breaking points because they lie on a great river 
which was not originally crossed by railway lines and 
to which and from which railways were constructed long 
before through routes were established. As a decisive 
factor, this line of reasoning does not appear to be valid, 
for there are other river points that have proportionately 
as many terminating lines as has Kansas City and which 
are not rate-breaking points. Location on the Great 
Lakes has, for certain purposes been recognized as a 
determining factor in rate matters. For instance, a 
narrow strip of territory along the western shore of Lake 
Michigan and a few of what may be called “rate islands” 
to the north have long been embraced in 100-per-cent 
territory. Lake ports represent points at which water 


and rai] transportation meet, and where there is a natural 


12 


claimed 
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break in the traffic. It is quite common to publish and 
maintain proportional rates to and from such points. 


Toledo has 12 terminating lines and only one through 
line; and, as the table shows, Buffalo is the only rate- 
breaking point which represents to the full extent the 
characteristics which are said to determine the classifi- 
cation of a city in this respect. Al] the lines entering 
Chicago, except one, are terminating lines. With respect 
to through lines, Chicago and Toledo are therefore on 
a footing of substantial equality; and all the other points 
named in the table lack in the strength of this charac- 
teristic as compared with Toledo. Lying as it does on 
an arm of Lake Erie, capable of accommodating large 
lake steamships, it would appear to be entitled to recog- 
nition in this regard almost as much as Buffalo. 


Objections of Through Lines, 


One of the objections which through lines have from 
time to time raised against the establishment of reship- 
ing rates is that such rates would deprive them of traffic 
to which they are fairly entitled. The theory of this 
objection is that the objecting lines originate the traffic 
and that therefore they are entitled to the outbound 
haul. If the reshipping rates are established, the out- 
bound haul may be taken away from them by competing 
carriers; therefore, they prefer through rates with tran- 
sit arrangements, which serve as a sort of lien on this 
traffic. Generally speaking, we think this attitude on the 
part of a carrier toward traffic which it originates is 
quite proper. As a matter of everyday fairness a car- 
rier should not be needlessly deprived of traffic which 
it originates. However, this doctrine can be carried 
too far. It is sometimes urged with a _ persistence 
and dogmatic intolerance suggestive of an attempt to 
apply the feudal theory to modern transportation. 
As we have said before, we fully recognize the right 
of a carrier to get the long haul out of the traffic 
which it originates; but this right is strictly subordinate 
to the public interest, and when its assertion results in 
unreasonable and unjust rates or restrictions on the con- 
duct of business it can not be approved. Upon this line 
of reasoning one would suppose that the carriers objecting 
to the proposed establishment of reshipping rates at 
were enjoying a large inbound business of 
which they are threatened to be deprived. The peculiar 
fact is, however, as previously referred to, that the two 
leading lines of the New York Central system, which is 
the chief objector in this case—the Lake Shore and the 
Michigan Central—brought in 157 cars and carried out 
3,010. The Wabash, which together with two other lines 
is in favor of the proposed system, brought in 950 cars 
and carried out 104. The Pennsylvania system, which is 
one of the objectors, brought in 126 cars and carried out 
10. The Baltimore & Ohio and the Cincinnati, Hamilton 
& Dayton, which also are among the objectors, brought 
in 330 cars and carried out 16. These figures are taken 
from an exhibit stating thhe number of cars of grain 
bought and handled by a leading house at Toledo during 
the calendar year 1911. As we have seen, this was rep- 
resented as typical of the transactions of the petitioners; 
and, since the carriers did not introduce evidence to the 
contrary, it must be assumed that these figures are fairly 
representative of the aggregate of the grain business done 
at Toledo. Upon reflection, it will be quite apparent why 
the ususal attitude toward the establishment of reshipping 
rates, taken by carriers with reference to the volume 


Toledo now 
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of their inbound and outbound business, respectively, 


is reversed in the case of Toledo. 


Routes and Rates Available 

In the instant case elaborate exhibits were introduced 
showing a great number of through routes and joint 
through rates available to the complainant. There can 
be no question that such routes and rates have afforded 
many excellent facilities to the complainant; nor can it 
be denied, on the other hand, that in a considerable 
minority of instances oppressive restrictions have been 
imposed upon its business. We thing that it does not ie 
within the proper exercise of the carriers’ power arbi 
trarily to dictate where grain or other products shall be 
sold and what the delivering line shall be. 

The record fully demonstrates the unreasonableness 
of some existing restrictions and “disabilities” placed 
upon the Toledo market, and that these can be greatly 
alleviated, if not entirely removed, through the estab- 
lishment of export rates, ex-lake rates, and an extension 
of the present system of joint through rates with reason- 
able transit service. Entirely independent of the avowedly 
favorable attitude taken by three of the lines, which 
carry a large part of the inbound traffic, we think that to 
avoid discrimination Toledo is entitled to joint through 
rates with transit to all points in the east by all rea 
sonably direct routes. 

As suggested in the earlier part of this report, the 
rate adjustment at Toledo as compared with that at Buf 
falo and Chicago is unreasonable and unjustly discrim 
inatory. The same must be said regarding the failure of 
the carriers to accord Toledo ex-lake rates when other 
Lake Erie ports have them. In general, rates between 
Toledo, Detroit, and adjacent points and the Atlantic sea- 
board have long been established on the basis of 78 per 
cent of the New York-Chicago rates, and on various oc- 
casions we have reached the conclusion that the estab 
lished relation Should be maintained unless strong rea- 
sons are presented for disturbing them. Traugott Schmidt 
& Sons vs. M. ©. R. R. Co., 23 I. C. C., 684. [Traffic World, 
June 8, 1912, p. 1161.] Similarly Buffalo has been and 
now is in the 60-per-cent group. The accepted relation- 
ship of these two groups, it appears to us, is the proper 


relationship between ex-lake and export rates from Buf- 


falo and Toledo respectively. 

Upon the facts of record it is our judgment and de- 
termination that the failure of carriers to publish and 
maintain ex-lake rates on grain from Toledo when such 
rates have been maintained from other Lake Erie ports 
is unjustly discriminatory against Toledo; that the failure 
of defendant carriers to provide joint through rates with 
transit at Toledo with carriers on whose rails complain- 
ant’s customers are located is unjustly discriminatory; 
that reasonable and nondiscriminatory domestic and ex- 
port rates on ex-lake grain from Toledo to New York 
should be established in the ratio of 78 to 60—60 repre- 
senting the Buffalo rates and 78 the Toledo rates—with 
established differentials to other destinations; that export 
rates on grain and flour from Toledo to New York shall be 
as 78 is to 60 for the export rates on grain and flour 
from Buffalo, with established differentials to other north 
Atlantic ports. 

An order will be entered requiring the establishment 
of domestic and export ex-lake rates and export rates in 
accordance with these findings, on statutory notice. With 
respect to the suggested transit changes at Toledo, car 
riers May submit on or before Sept. 1, 1913, copies of the 
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proposed. tariff or tariffs to the complainant and to tl 
Commission. The case wiil be held open in this respe 
until such tariffs have been approved and formally fil 
ORDER 

1. This case being at issue upon complaint a1 
answers on file, and having been duly heard and su 
mitted by the parties, and full investigation of the matte: 
and things involved having been had, and the Commissic 
having, on the date hereof, made and filed a report co: 
taining its findings of fact and conclusions thereon, whi 
said report is hereby referred to and made a part hers 
of, and having found that defendants’ present domesti 
and export rates for the transportation of ex-lake grail 
from Toledo, Ohio, To New York, N. Y., and other de 
tinations, and also that their present rates for the trans 
portation of grain and flour, when for export, from sai: 
Toledo to said north Atlantic ports are unreasonabh|: 
and unjustly discriminatory, in violation of the act t 
regulate commerce: 
2. It is ordered, That the above-named defendants 


according as they participate in the transportation, be 


and they are hereby, notified and required to cease and 


desist, on or before Sept. 15, 1913, and for a period o 
two years thereafter to abstain, from charging, demand 
ing, collecting, or receiving for the transportation of ex 


lake grain, when for export or for domestic use, fron 


Toledo, Ohio, to the above-named destinations, and fo! 


the transportation of grain and flour, when not export 
from said Toledo to said ports, rates that exceed thos: 
prescribed in paragraph 3 hereof. 

3. It is further ordered, That said defendants, a 
cording as they participate in the transportation, be, a! 
they are hereby, notified and required to establish, on o 
before Sept. 15, 1913, upon statutory notice to the Inte! 
state Commerce Commission and the general public 
filing and posting in the manner prescribed in section 
of the act to, regulate commerce, and for « period of tw: 
years after the said Sept. 15,1913, to maintain and app! 
to the transportation of ex-lake grain from Toledo, Ohi 
to New York, N. Y., when for export or for domestic uss 
and to the transportation of grain and flour, when for e» 
port, from said Toledo to said New York, rates in 
following ratio as compared to Buffalo, N. Y., that is, 
per cent of the New York-Chicago rates to 60 per ce! 
of the New York-Chicago rates—60 representing. t! 
Buffalo rates and 78 the Toledo rates. And the rates o! 
such commodities from said Toledo to the otner destin 
tions shal] bear the established differentials as compar: 
with New York 


GRAIN RATE EXCESSIVE 


CASE NO. 5143 OPINION NO. 238 
(27° EL CC: CC: -Rep, PP: SA) 
WASHINGTON MILLING CO. VS. NORFOLK & WES 
ERN RAILWAY CO. ET AL. 

Submitted Jan. 16, 1913. Decided June §, 1913 
Rate of 19 cents per 100 pounds for the transportation of 2 
products, in carloads, from Washington Court House, Oh 
to points on the Norfolk & Western Ry. east of Keno 
W. Va... to and including Bluefield, W. Va., found unreaso 
able to the extent it exceeds 15 cents Reparation award: 

Charles A. Reid for complainant. 

J. F. Goldsberry and A, P. Burgwin for Penns) 
vania Co. 

R. Walton Moore and Frank W. Gwathmey f 


Norfolk & Western Railway Co. 
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The 


lines. 


from 
rate 


Washington 
now in 


haul Court House is 

The effect via the Pennsylvania is 
made up of the local rate of that carrier plus the 13-cent 
rate from. Circleville. It is apparent that the circum- 
stances and conditions respecting shipments from Wash 
ington Court House are different 
at Columbus and Cincinnati. We do not 
the 13-cent rate should be extended to Washington 
Court House. The question is whether, for a through 
movement from that point to the points on the Norfolk 
& Western here involved, the through rates are unrea- 
sonable. Ordinarily a through rate 
what than the combination of 
defendants have shown no 
warrant a departure from 


over two 


from those obtaining 


believe that 


should be 
intermediate 
reason which 
the general rule in this case. 
Considering all the facts and circumstances of 
record, opinion and find that a 
shipments of grain 
Washington Court House to all points on the 
& Western east of Kenova, to and including 
should not exceed 15 cents per 100 pounds, 
will be prescribed for the future, 
We further find that, with respect to all shipments 
from Washington Court House to points involved on 
freight charges were paid by complainant at the 
rates herein found unreasonable, after May 15, 1912, the 
effective date of the order in the Bluefield case, supra, 
complainant was damaged and is entitled to reparation. 
On this record, however, no award of the amount of 
reparation can be made. Complainant should prepare 
a statement showing the date of each shipment, point 
of destination, route of movement, car number, weight, 
the amount of freight charges paid by it, and the amount 
of reparation claimed on the basis herein indicated. 
This statement, together with the freight bills, should 
be submitted to the defendants for their audit. The 
statement, agreed to by both parties, together with the 
freight bills, should then be forwarded to the Commis- 
sion, when the matter will be taken up with a view to 
the issuance of an award of reparation. will 
be entered in accordance with the reached 
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port to be unreasonable. 
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scribed in section 6 of the Act to regulate commerce 
and for a period of two years from and after Sept. 1, 
1913, to maintain and apply to the transportation of 
grain products in carloads from Washington Court 
House, O., to points on the Norfolk & Western Railway 
east of Kenova, to and including Bluefield, W. Va., a 
rate not in excess of 15 cents per 100 pounds, which 
rate is found in said report to be reasonable. 


COMMUTATION RATE CASE 
|. & S. DOCKET NOS. 1 AND 8 OPINION NO. 2382 
(27 I. C. C. Rep., P. 549.) 


Submitted June 6, 1913. Decided June 19, 1913 
The commutation fares of the New York, New Haven & Hart 
ford R. R. Co. from points in the state of Connecticut into 
New York City not found to be unreasonable, except as to 
certain stations specifically named in the report 
Charles Bates Dana, Joseph H. Wood, and Ira M. 
Stringham for Connecticut Commuters’ League. 
Hugh M. Hewson, Earnest W. Kelsey, and Roy C 
McHenry for Board of Trade of Greenwich, Conn 
Edward D. Robbins and Benjamin I. Spock for New 
York, New Haven & Hartford Railroad Co. 


Supplemental Report of the Commission. 


HARLAN, Commissioner: 

We have under consideration here a complaint in 
which the commutation fares of the New York, New 
Haven & Hartford Railroad Co. are alleged to put an 
unreasonable burden upon commuters living in suburban 
points in Connecticut and having places of business in 
New York City. It was filed more than two years ago 
with other complaints in which the commutation fares 
of practically all the lines entering New York City were 
also attacked by various individuals, commutation leagues, 
and associations. These complaints were occasioned by 
the fact that all those carriers had increased the prices 
of their commutation tickets into New York City. 

In our prior report herein, 21 I. C. C., 428 [Traffic 
World, Aug. 5, 1911, p. 268] we dealt only with the New 
Jersey lines. On the showing made of record we recog- 
nized the right of those respondents to increase their 
fares to some extent because of the increasd cost of con- 
ducting the traffic; but we found the new schedules to be 
unreasonable with respect to some of the fares. The 
new fares of the Central of New Jersey and the Lehigh 
Valley involved only slight increases over their previous 
fares and had occasioned no substantial complaint among 
the commuters using those lines. We therefore took the 
rates of those lines as a fair general basis, together with 
the other facts of record, for testing the reasonableness 
of the commutation fares of the other respondents. It 
will not be necessary to state in detail the conclusions 
announced in the previous report. It will suffice to say 
that in considering the fares of the Pennsylvania we took 
New Brunswick, 31.3 miles from New York, as a typical 
suburban point on that line. The price of a _ 60-trip 
monthly ticket from that point had been raised from $11 
to $12. We reduced this fare to $10 and directed the 
Pennsylvania at once to readjust its entire schedule of 
commutation fares in a proper relation to that rate. This 
has been done, and our findings with respect to the fares 
of the other respondents have also been complied with. 
We did not at that time consider the fares of the New 
York, New Haven & Hartford, which for convenience we 
shall hereinafter refer to as the New Haven, largely for 
the reason that its fares from points in the state of 


Vol. XII, No. 3 


New York were then under investigation by the stat: 
commission and we thought it well to defer our own 
action respecting its interstate commutation fares unti 
that commission had announced its conclusions. It wa 
only recently that the order of the local commission wa: 
made public; but, as we are advised, the state court, i: 
response to a prayer of the respondent, has issued a tem 
porary order restraining its enforcement. Before th¢ 
conclusions of that commission were announced this 
Commission, to avoid further delay and as the result of 
further informal complaints, again took up its investiga 
tion of the fares of that carrier from interstate points. 


Two Questions for Determination. 

The record, as extended and amplified at recent hea! 
ings, presents two questions for determination: 1. Ar 
the increased commutation fares of the New Haven from 
points in Connecticut into New York City just and rea 
sonable? 2. Is the New Haven, by its refusal to sell 
50-trip family tickets between Connecticut points and 
New York City, unjustly discriminating against the Con 
necticut commuters? 

The present increased fares are attacked and dé 
fended on the record by means of a number of exhibits 
prepared on different theories as to what is a prope! 
basis for these rates. Much additional testimony was 
also offered at the further hearings. The whole record 
has been carefully examined, but no useful. purpose will 
be served by an elaborate statement here of the several 
contentions advanced by the parties in interest. The rec 
ord gives us a practical view of the situation, which may 
be stated in a few words: 

There is an immense commutation traffic from New 
Jersey points into New York City, and the present fares 
of those carriers, heretofore fixed in this proceeding, have 
been accepted by everyone, so far as we are advised, as a 
satisfactory and reasonable adjustment of that part of 
the controversy. This being the case, we know of no 
fairer or better test of the reasonableness of the New 
Haven’s commutation fares than to compare them with 
the increased commutation fares of the New Jersey lines 
into New York City. For that purpose we are inclined 
to take the fares of the Pennsylvania as a basis for an 
examination of the New Haven’s fares, because that line 
is of the highest type of construction, and, by reason of 
the general character of its entrance into New York 
City, is probably more analogous than any other of the 
New Jersey lines to the New Haven. There are of 
course many differences in detail between the two lines 
which we need not dwell upon here at length. Some ol 
the points of distinction, however, are important enoug! 
to mention. For example, the New Haven commuter 
has the benefit of the use of the new grand central te! 
minal, which, when completed, will probably be th 
largest railroad terminal station in the world. Th: 
Pennsylvania commuter within the 60-mile point show 
in the table below does not use its new terminal statio! 
in New York City except upon the payment of a far 
including a specific terminal charge. He reaches th: 
metropolis either by means of a ferry service or throug 
the so-called Hudson tubes. The former line is electri 
ally operated from Stamford, 33.48 miles from New York 
the Pennsylvania is so operated as far as Manhatta 
Transfer, 8.8 miles from New York. The change to ele 
tric power by the Pennsylvania from that point was mad: 
perhaps more as a necessity than as a matter of econom) 
While the _ electrification of the New Haven wa 
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undertaken on the theory that it would decrease the cost 
of operation, it is shown of that 
expense of that division is substantially heavier than 
when steam was the power used. Then, too, there is a 
substantially greater density of commutation traffic on the 
New Haven than on the Pennsylvania. But taken as a 
whole there are no such differences in the service and 
general character of the two lines, within their 
commutation territories, as require us substan 
tially to differentiate in their commutation fares. A com. 
parison of their fares, as gathered from the record and 
our tariff files, gives us the following results, in 
and cents, for 60-trip monthly tickets: 


record the operating 


respec: 


ive to 


dollars 


Penn- New 

Miles sylvania. Haven 
Stara dh nie ho na aa Chk lace wat amen ieminidt ees to. oie $6.50 $75.85 
ceiiten aaa tha Phe os Meas coke 7.60 17.00 

20 Gwe Oi we Sa 6s Ones Few ade eh ce bh OR sow vate bseks 8.90 48.25 
WD uk. tat alah cdwtae amematen thar ch once aes aid 9.50 10.30 
GS vada etsboadeedecuddhpeub erates cecil uebteieere 11.35 11.10 
16 . dxtinenw ites che tntn > wets etlenh Ghee das des aa 13.00 11,85 
OS weduckebobecs desc cudun ce GUne Ole baeeces 400 oan 15.70 14.380 
60 veces adawhtane ss etipoewiet sees esa , 17.65 17.75 
10 nc ache mek snd kOe + oath eh abasic ie anein Gabe 22.00 


' Prescribed by Public Service Commission of New York. 


These fares are averaged fares for averaged dis 


tances. The averaged fares of the New Haven for the 
15, 20, and 25 mile points are the fares recently pre- 
scribed by the state commission and therefore are not 


under our jurisdiction. These fares formerly were $7.05, 
$8.40, and $9.90, respectively. Port Chester 1s in the state 
of New York, 25.64 miles from New York City, and ap- 
proximately on the state line. The first interstate point 
beyond Port Chester is Greenwich, a Connecticut town, 
28.27 miles from New York City, and it is here that our 
jurisdiction commences. It is here, also—that is, in the 
25-35-mile zone—that we find the only real basis for rea- 
sonable criticism against the present fares of the New 
While we have not made a minute examination 
of the fares within the state of New York, as fixed by the 
commissions, apparently the fares, fixed by the 
New Haven itself, from points in Connecticut within the 
25-35-mile zone are out of line with those fares. They 
are out of line, also, with the fares from points in Con- 
beyond that zone. They are also unreasonable 
when tested by the facts of record and by the schedule 
of fares. into New York City that we have fixed on the 
Pennsylvania and on the other carriers in New Jersey. 
The averaged fare at this time from points in that zone 
on the New Haven is $10.30. This, we think, is excessive, 
and we so find. Using Riverside, 30.26 miles from New 
York City, as a typical point in the zone, we find that a 
fare for the future in excess of $9.25 for a 60-trip monthly 
ticket from that point to New York City will be excessive 
and unreasonable. The defendant will also be expected 
to seale its fares for the future in this zone in a proper 
relation to the fare of $9.25, here found as a 
ihaximum from Riverside. 


Haven. 


state 


necticut 


reasonable 
fare 
Other Fares Not Open to Criticism. 
A careful examination of all the other fares in the 
New Haven commutation schedule fails to reveal any that 
is fairly open to criticism, when tested either by the 
fares of the Pennsylvania for similar distances or by the 
fares of any other of the New Jersey carriers, or when 
‘sted by any other matters shown of record. When the 
fares from points within that zone shall have been re- 
ed to the basis here suggested the New Haven 
schedule as a whole wil] be slightly lower than the 
Pennsylvania schedule, the differential ranging from 25 
cents at the nearer points to $1.15 at the more distant 
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The commutation traffic 
of the New Haven is very materially more dense than 
on the Pennsylvania. Giving due consideration to this 
and other facts shown of record, we think that the New 
Haven schedule of fares for this service may properly 
be somewhat lower than that of the Pennsylvania; and 
that is their basis at this time, with the exception of the 


points. This is as it should be. 


fares in the 25-35-mile zone, which we have condemned 
as excessive. 
The general grounds for the attack upon the in- 


creased fares of the respondent grow out of the fact that 
for many years three kinds of commutation tickets were 
in use on the New Haven: A 60-trip monthly coupon 
form was sold at a flat or unvarying monthly rate. Using 
Stamford as a typical point the monthly fare under the 
flat rate was $9. In addition to this form of ticket there 
was a sliding-scale monthly card form and a sliding- 
scale monthly coupon form, the price of each decreasing 
in cost, for Stamford, for example, from $13.50 for the 
first month to $7.50 for the sixth month, and remaining 
constant for the last six months at $6.25. The card form 
unlimited as to the number of rides, but was not 
good on Sunday, while the coupon form was limited to 
60 rides and was good on Sunday. The annual cost of 
either of these forms of monthly cards from Stamford 
was $98, as compared with the annual cost under the 
flat monthly rate of $108. For one who resided in the 
suburbs during the entire year both the card and the 
coupon form of ticket were therefore somewhat cheaper 
than the flat-rate ticket. But for the so-called summer 
boarder who spent a few months in the suburbs the card 
and the coupon forms were more expensive; he had to 
pay the higher fare for a few months and lost the oppor- 
tunity to enjoy the lower fare for the balance of the year. 
It also operated against the man who anticipated living 
permanently in the suburbs but for some reason was 
obliged change his place of residence after a few 
months. In other words, there were compensations to 
the carrier under this sliding scale form of ticket; and 
their assumed annual cost is not an altogether accurate 
basis for comparison with the cost to the commuter using 
the new 60-trip fares of the New Haven. 


was 


to 


Family Tickets Used Fraudulently? 


It is contended by the respondent that the family 
ticket is used fradulently and gives a privilege which the 
commuter is not fairly entitled to have. The record is 
not convincing upon either point. In any event we see 
no jurisdiction for withholding from the Connecticut com- 
muters reduced-rate 50-trip family tickets while such 
tickets are sold for use between New York City and all 
New York state points reached by the respondent. There 
is a resulting discrimination that puts the Connecticut 
commuter under a serious disadvantage individually and 
involves serious consequences to the Connecticut towns 
as communities. In the exercise of a broad policy and 
from a broad point of view the respondent, in our judg- 
ment, ought to sell a 50-trip family ticket from points in 
the state of Connecticut so long as they are sold from 
points in the state of New York either voluntarily or 
under the order of the state commission. Such tickets 
are in use on al] other railroads furnishing commutation 
service between New York City and practically all points 
located within the so-called New York City commuta- 
tion territory reached by their respective lines. They 
are in use almost universally where a commutation serv- 
ice is maintained. We regard it as unreasonable and dis- 
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criminatory under the circumstances not to accord thei 
use to Connecticut commuters. 

We shall assume that the conclusions here announced 
will be carried into effect promptly by the respondent 
without waiting for an order. Should this not be done, 
however, an appropriate order will be entered. 


D. & R. G. DISCRIMINATES ON COAL 


CASE NO. 3811 OPINION NO. 2383 
(27 I. C. C. Rep., P. 554.) 
CONSOLIDATED FUEL CO. ET AL. VS. ATCHISON, 
TOPEKA & SANTA FE RAILWAY CO. ET .AL. 

Submitted July 18, 1912 Decided June 23, 1913. 


The Denver & Rio Grande Railway Co. in competing com 
mercially in interstate coal markets, through the operations 
of a coal company owned by it, not only violates the com- 
modities clause of the act, but is guilty of an unjust rate 
discrimination against the complainants, in that the group 
rates apply only from its junction with the industrial lines 
of the complainants, while they are applicable directly from 
its own ‘mines on its own branch lines, the latter being 
operated under general conditions substantially similar to 
those surrounding the operation of the industrial lines of 
the complainants. 

Without entering an order, several forms of relief which the 
complainants may have under the circumstances of the case 
are indicated on the report, and the tariffs in question are 
required promptly to be adjusted in one form or the other, 
the rate situation as readjusted to be maintained so long 
as the Denver & Rio Grande competes commercially in 
interstate markets with the complainants 


o's 
Fuel Co. 

H. R. MacMillan for Castle Valley Coal Co. and Castle 
Valley Railroad Co. 

L. L. Legg and H. R 
Railroad Co. 

EK. C. Ashton for Kenilworth & 
and Independent Coal & Coke Co., interveners. 

J. J. Coleman and J. L. Coleman for Atchison, Topeka 
& Santa Fe Railway Co. 

H. A. Seandrett for Union Pacific Railroad Co., Oregon 
Short Line Railroad Co., Oregon-Washington Railroad & 
Navigation Co. and Southern Pacific Co 

EK. N. Clark for Denver & Rio Grande Railroad Co 


Sweet and H. R. MacMillan for Consolidated 


MacMillan for Southern Utah 


Helper Railroad Co 


Report of the Commission. 


HARLAN, Commissioner: 

In our previous report herein, 24 I. C. C., 213, we 
held that the rates on coal from the Utah field, on the 
Denver & Rio Grande Railroad, to points on the Oregon 
Short Idaho, 
Montana, Washington and Oregon, should not exceed by 


Line and its ‘connections in the states of 


more than 25 cents per ton the rates to the same con- 
suming markets from mines in the Rock Springs field 
on the Union Pacific Railroad in the state of Wyoming 
We reserved, however, for further examination the ques- 
tion then presented on the record and now before us 
for decision, as to the right of the complainants to have 
these through rates extended back over their industrial 
railroads to their respective mines, some miles distant 
from the rails of the Denver & Rio Grande. The further 
facts then considered necessary to enable us to arrive 
at a just conclusion on this reserved phase of the case, 
and to develop which we held the case open, are now 
before us on an extended record. 

The Utah coa) field lies between Mounds and Colton, 
points on the lines of the Denver & Rio Grande, about 
40 miles distant from one another. This part of the main 
line of that carrier measures the length of the coal field 
There is one mine on the main line 
Fuel Co. 


as now developed. 
between those points belonging to the Utah 
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The Sunnyside mines are at the end of a branch lin 
of the Denver & Rio Grande, 17 miles in length, whic! 
connects with its main line at Mounds. This is called 
the Sunnysice Branch. At Colton the Pleasant Valley 
branch of the Denver & Rio Grande connects with its 
main line; this branch extends about 21 miles to mining 
towns known as Clear Creek and Winter Quarters. A\| 
the mines in operation on either of these branch line 
are mines of the Utah Fuel Co. Both branches wer: 
constructed for the purpose of reaching the mines, and 
each is operated only for the coal traffic moving over it 
The whole territory is of a rugged character; there ar 
no farmers or settlers on either branch line, and the 
serve practically no shippers other than the Utah Fuel 
Co., its employes, and the company stores from which 
the employes secure their supplies. 

It will not be necessary further to describe the phy 
roads or the nature 
of their service. It will diffe: 
from the industrial railroads of the complainants in ons 


ical characteristics of the branch 
suffice to say that they 
respect only, namely, their ownership. The latter roads 


Valley and the Southern Utah, are owned 


the Castle 


respectively, by the coal companies whose mines the 
were built to serve and do serve, namely, the Castle 
Valley Coal Co. and the Fuel Co. The 
have very little other traffic. On the other hand, th: 


Denver & Rio Grande, besides owning the Sunnyside and 


Consolidated 


Pleasant Valley branches, also owns the Utah Fuel Co 
the mines of which those two branches were built t 
serve and do serve, as we have stated, practically to th 
exclusion of any other traffic. The general history, th« 
location and description of the two industrial roads, th¢ 
facilities they have, and the services they perform ar: 
sufficiently explained on our former report; in no essen 
tial particular do their operation and general character 
differ 
branch lines mentioned. The Utah Fuel Co. has issue: 
stock, all of which is owned b) 


from the operation and general character of th 


$10,000,000 of capital 
the Denver & Rio Grande Railroad Co. The latter con 
pany also owns practically all the outstanding bonds « 
the fuel company. The principal officers and directo 
of the fuel company are officers and directors of tl 
railroad company or of affiliated lines in the same railw 
system. A substantial part of the output of the fu 
company’s mines is used by the proprietary railroad con 
pany as locomotive fuel, but it definitely appears upo 
the record that a large tonnage of coal and coke fro! 
the mines and ovens of the Utah Fuel Co. is sold co! 
mercially and shipped in interstate commerce in Co! 
petition with the output of the mines of the complainant! 

These facts, disclosed on the record here, were t 
subject of comment in our report under the so-call 
Tillman-Gillespie resolution on the coal situation in Ut 
and Colorado, published as Senate Document No. 450 
the Sixtieth Congress. We there found, at page 6 that 


The Pleasant Valley Coal Co., the Utah Fuel Co., the 
Grande Western Ry, Co. and the Denver & Rio Grande R 
Co. are one and the same in ownership; that special rates 
materials for the Pleasant Valley Coal Co. and the Utah Ff 
Co. and on coal mined by them had been given. not alon: 
the Denver & Rio Grande R. R. but by other railroad comp 
ies: that the acquisition of coal lands by such coal and fuel co 
panies has been attended with fraud, perjury, violence and d 
regard of the rights of individuals; that individuals were 
able to compete with the coal companies in the productior 
coal. even in those instances where they were permitted 
acquire land. 


Furthermore, there is shown here a plain violation 


the so-called commodities clause of section 1 of the A 


to regulate commerce. Under that provision in the stat! 


it is manifestly unlawful for the Denver & Rio Gra! 
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o transport for sale and commercial use at interstate 
oints coal mined— 
it, or under its authority, or which it may own in whole or 
part, or in which it may have any interest, direct or indirect 
it is true that the Denver & Rio Grande has inter- 
osed the Utah Fuel Co. between itself and the coal-con 
iming public. But the fuel company is simply a bureau 
the railroad company; it is merely a convenient means 
rr conducting the railroad company’s coal operations 
therefore, the purely technical status of the fuel com- 
iny be brushed aside, as it must be if the commodities 
ause is to be made effectual, it is the Denver & Rio 
‘rande that is really mining this coal and selling it 
mmercially in competition with the complainants. More- 
ver, the railroad company not only absolutely controls 
e fuel company, its operations, and its policy, but, be- 
des using a large part of the output of the mines in 
ts locomotives, the railroad company is the immediate 
eneficiary of the entire profit of the commercial coa) 
isiness conducted by the fuel company; and under the 
express language of the commodities clause it is also 
ade unlawful for a railroad company to transport to 
n interstate point commercial! coal that has been mined 
inder its authority” or “in which it may have any in- 
erest, direct or indirect.” 
This Commission, however, has not been charged with 
e enforcement of the commodities clause beyond the 
zeneral duty, which may be inferred from its incorpora- 
tion in the act that we administer, of calling attention 
any infraction of its provisions. The law is enforced 
another department of government. Nevertheless we 
n, and necessarily must, take cognizance of the conse- 
iences of any violation of the commodities clause when 
wrong is thereby done to shippers who are under the 
ttection of the Act to regulate commerce. This is the 
ise here. The mines of the complainants are served 
industrial roads, which, as above stated, they respect 
ely own through incorporated railroad companies. 
ese roads were built by the complainants only after 
Denver & Rio Grande had declined to build branch 
nes to the mines of the complainants as it had done 
») its own mines. Moreover, while its own mines, on 
branch lines, take the group rate to the markets in 
ich the coal from this field is consumed, the complain- 
ts have the benefit of the group rate only from the 
netions of their two industrial lines with the rails of 
Denver & Rio Grande. 
This is not an unusual rate condition; that is to say, 
mining companies not infrequently have to build 
‘ir own connections from their mines to the rails of 
carrier, and ordinarily the mines take the group rate 
only from the junction point. Such rate adjustments 
olve no discrimination that is necessarily undue. But 
en the railroad company itself mines coal and sells 
‘commercially the rails, which it has laid to reach its 
nes and over which it moves the output to its main 
are closely analogous to the rails that independent 
| operators have laid from their mines for the like 
pose of getting their output to the main line of the 
rier. And when confronted in a rate case by a rail- 
d company competing commercially, and in violation 
law, with independent coal operators, this Commission 
its order ought to go as far as properly it may, on 
record, to protect the independent operators from 
injustice in their rates This is particularly true 
‘Dn, as in the case here, the branch lines of the carrier 
the industrial roads of the independent operators and 


ail the general conditions are substantially similar, and 
the branch lines, like the industrial lines, have no sub- 
stantial traffic other than the output of the mines. 

If the situation before us be examined from the point 
of view of a coal dealer at one of these markets of con- 
sumption, the complainants are clearly at a disadvantage, 
in that the group rate moves the coal of the Denver & 
Rio Grande from its mines and the dealer, in paying 
that rate, pays the Denver & Rio Grande for its entire 
service. On the other hand, the complainants’ coal takes 
the group rate only from the junction points, and this 
rate, when paid by the coal dealer, leaves the complain- 
ants without any return for hauling the coal over their 
industrial lines to the main track of the Denver & Rio 
Grande. And if the junction-point rate is surcharged by 
the complainants with the cost of getting their coal to 
the junction points, the dealers must pay substantially 
more for their coal than for the coal of the Denver & 
Rio Grande. The principal complainant asserts that the 
cost of moving its coal to the junction point amounts to 
10 cents a ton, and we make a very conservative esti- 
mate when we find on the record that it costs reasonably 
not less than 25 cents a ton. If this amount is added 
to the group rate, it will suffice to put the complainants 
out of most of these coal markets; and if the complainants 
are required, in their competition with the Denver & 
Rio Grande, to absorb this amount, it will be unduly 
burdensome. We find, therefore, on the facts shown of 
record that there is in the present adjustment of rates 
an undue and unjust discrimination against the com- 
plainants. 

An undue discrimination being fully proved, the only 
question remaining for consideration is as to the form 
of the relief that the complainants shall have. If the 
rates now exacted on their coal to the destinations in 
question, from the junction points at which the complain- 
ants respectively deliver it to the Denver & Rio Grande, 
be tested by the present rates to the same destinations 
from the Sunnyside mines of the Denver & Rio Grande’s 
coal company, we are forced to the conclusion that the 
rates the complainants are required to pay are excessive 
by not less than 25 cents a ton. All these mines have 
been grouped together and take group rates to these 
markets. The group, however, is a small one and is 
dominated by the Utah Fuel Co., and therefore by the 
Denver & Rio Grande Railroad Co. Under such circum- 
stances it would do no great harm to break up the group 
by requiring the establishment of rates from the junction 
points in question 25 cents a ton less than the Sunnyside 
rate. In that way the discrimination against the com- 
plainants might be eliminated. There are other ways, 
however, by which the situation may be corrected. On 
the facts of the case the Denver & Rio Grande may under- 
take to operate the branch line of these complainants 
without charge beyond the group rate. This would also 
eliminate the discrimination. On the other hand, under 
the special circumstances of the case an allowance of 
25 cents a ton might be made by it to the complainants 
under section 15. This course would also give the com- 
plainants substantial relief. As we have said, the Sunny- 
side branch is operated by the Denver & Rio Grande for 
precisely the same purposes for which the complainants 
use their industria] roads, namely, to bring the coal from 
its coal company’s mines to its main line, to be carried 
thence to the markets for commercial use. Moreover, 
as has also been pointed out, the conditions of operation 
and the general traffic conditions on its branch line and 
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on the two industrial lines are substantially similar, there 
being no sufficient differences to enable us to predicate 
a finding as to the Sunnyside branch that would not 
apply equally to the industrial lines of the complainants. 

Under the circumstances we shall not undertake at 
this time to indicate by an order which of these forms 
of relief the complainants shall have; but one form or 
the other must promptly be adopted by the Denver & 
Rio Grande and maintained by it so long as it continues, 
through its coal company, to compete commercially with 
the complainants in interstate coal markets. It may be 
well to add that it will not satisy our views as to this 
situation merely to increase the rate from the Sunnyside 
mines, as the Denver & Rio Grande attempted to do as 
the result of some questions put to its witnesses on the 
original hearing of this complaint. 

We shall expect the Denver & Rio Grande in the 
very near future to advise the Commission of the pro- 
vision that it proposes to incorporate in these tariffs in 
order to give effect to these conclusions. It must be 
understood that the violation of the commodities clause 
by the Denver & Rio Grande will be called to the atten- 
tion of the Department of Justice. 


PRESCRIBES MILK RATES 


CASE NO. 4840. OPINION NO. 2385. 
(27 I. C. C. Rep., P. 618.) 

DIXIE DAIRYMEN’S ASSOCIATION VS. 

MISSISSIPPI VALLEY RAILROAD CO. 


Submitted Nov. 15, 1912. Decided June 19, 1913. 


1. The existing rates of the defendant on milk from points in 
the state of Mississippi into New Orleans found to be ex- 
cessive and reasonable rates are prescribed for the future. 

2. In the readjustment of its rates made necessary by the find- 
ing and order herein it is suggested that a distinction be 
made by the defendant as between milk and cream; the 
latter being a commodity several times more valuable than 
milk may properly take a somewhat higher rate basis. 


YAZOO & 


W. M. Barrow and Lawson B. Aldrich for complain- 
ant. 
Chas. N. Burch and H. D. Minor for defendant 


Report of the Commission. 


HARLAN, Commissioner: 

Three contentions are made on this complaint, name 
ly, (a) that the rates exacted by the defendant for the 
carriage of milk, in cans, on passenger trains from points 
in the state of Mississippi to New Orleans are excessive 
and unreasonable; (b) that the rates are unduly dis- 
criminatory in that the charge on milk is the same as 
on cream, a more valuable commodity; and (c) that the 
fourth section of the act is violated in the existing 
schedule of rates. No violation of the fourth section is 
shown of record. As to that issue the complaint will 
therefore be dismissed, but the defendant will be ex- 
pected to correct its tariffs in that respect where nec- 
essary. Reparation is also demanded on behalf of mem- 
bers of the complainant association. 

The points of origin specifically mentioned in the 
complaint are in the state of Mississippi on the line of 
the defendant between Vicksburg and New Orleans; 
they are Hermanville, 207 miles; Port Gibson, 206 miles; 
Gloster, 144 miles; and Centerville, 137 miles distant 
from New Orleans. 

The cans used are of three sizes and hold 5, 8, and 
10 gallons, respectively. An empty 10-gallon can weighs 
from 16 to 26 pounds; an §8-gallon can from 15 to 20 
pounds, and a 5-gallon can from 12 to 15 pounds. The 
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weight of milk is estimated at 8.6 pounds to a gallon 
Shipments are made in baggage cars attached to regula 
passenger trains; the shipper loads the can into the ca: 
and ordinarily the consignee unloads it at destinatio: 
A ticket indicating the size of the can must be attache 
to each can. As the traffic is moved on passenge 
trains the service is an expedited service, but as ther 
are only a few shippers no extra equipment or additiona 
employes have been required. Claims for loss or damag: 
in transit have been so infrequent as to make a negligibl 
item in the cost of conducting the traffic. The rates in 
clude the return of the empty can. They are based o1 
a distance tariff as follows: 


Rates, in cents, 
5 8. 


gallon gallon gallo: 
Distances. cans. cans cans 
miles and over 130 miles Peo, 31 ; 
> miles 23 32 


1 
miles and over 1 
miles and over 140 miles. ; 
145 miles.. oe 34 
150 miles ? 35 


miles and over 
miles and over 
miles and over 155 miles 
miles and over 160 miles 
miles and over 165 miles 
miles and over 170 miles. ce 38 
Ss 
s 


4 


miles and over 175 mile 39 

miles and over 180 mile 10 

miles and over 185 mile 2 +1 

miles and over 190 mile 29 42 

miles and over 195 miles 30 13 

miles and over 200 miles. ‘ Ts 13 

In support of the contention that these rates are un 
reasonable the complainant shows that on Aug. 15, 1911, 
the defendant, under an order of the local state com 
mission, put in effect a scale of rates on milk and cream 
when shipped between points in that state in cans con 
taining, 5, 8, and 10 gallons as follows: 

Cents per gallon 

80 miles and less ‘ bate ok he 1% 

Over 80 miles oe i ceees 2 

These rates, however, were established by the de 
fendant under protest and are now being contested before 
the courts of that state. Although referred to by the 
complainant as tending to show the unreasonableness of 
the defendant's interstate rates on milk, the complainant 
does not ask for that rate basis for the future, but 
suggests as a reasonable schedule the following adjust 
ment: 

Cents per gallon 

180 miles and over 130 miles ‘ 2.5 

230 miles and over 180 miles 3 

This suggestion starts at 130 miles, because Whit 
taker, the point on the line of the defendant in the state 
of Mississippi that is nearest to New Orleans is ap 
proximately 130 miles distant. 

Some time prior to Aug. 15, 1911, the effective date 
of its general schedule of rates on milk and cream be 
tween points in the state of Louisiana, established as 
required by the local commission, the defendant volun 
tarily put in effect a special scale of rates from certain 
points in the state to New Orleans; from two of ft! 
most distant points these rates are as follows 

Distance, a> 8 
From miles gallon. gallon. gal 


Morgans . 143 3 
Norwood ; ; : 7 126 


18.5 33 
17.4 22 


The assistant general freight agent of the defend 
states that the line of the Louisiana Railroad & N 
gation Co. parallels the line of the defendant in Lo! 
required by the local commission, the defendant vo 
ana and these rates were established to meet the « 
petition of that line for this traffic, and also to | 
certain complaints that had been filed with the |! 
commission. 
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It is also shown that since the year 1907 the Illinois 
Central bas maintained, for the carriage of milk and 
cream in cans on passenger trains to New Orleans from 
certain points in the state of Mississippi, the following 
rates: 


Distance, 5- 8- 10- 

From miles. gallon. gallon. gallon. 
McComb . ; ; re +a ee 
PN Sie eine Lids ccoh CGA oeesn des 101 17.4 22 26 
Magnolia ...... errr rr ee 99 
GS oe Cow tac sns bd web eees od eee 95 
Chatawa by aentndey vidarh esalinn ae 93 16.6 22 26 
GOP ccccceus saceub cen shataebiuns se .. ae 


Upon a full examination and consideration of all the 
facts and circumstances shown on the record before us, 
it is our finding and conclusion that the rates in question 
are excessive and unreasonable and that reasonable 
charges for the future on milk in cans carried in passenger 
trains from points in the state of Mississippi to New 
Orleans will not exceed the following scale of rates: 


Rates, in cents, per can 


o- S- 10- 

gallon gallon gallon 

Distances. cans. cans cans. 

145 miles and over 130 miles........ Seat 27.0 39 
160 miles and over 145 miles.... wie.» & 1 27.9 31 
175 miles and over 160 miles.... 22.4 28.8 32 
199 miles and over 175 miles..... 23.1 29.7 33 
205 miles and over 199 miles........... 23.8 30.6 34 
} $5 


220 miles and over 205 miles......... ~» 24.5 


31.5 


One fact that should be mentioned in connection 
with these rates for the future is that milk moves to 
New Orleans from these points in very small volume. 
Two or three farmers are shown on the record to use 
this service of the defendant; it may be used by others, 
but even if this is the case the record makes it clear 
that the industry is not yet a fully established industry 
in this part of the state o Mississippi as it is in other 
states. We have taken these circumstances into con- 
sideration in fixing the above rates for the future: the 
movement is not substantial, as is the case in other 
states where dairy farming is more characteristic. So 
relatively small indeed is the volume of the movement 
that neither the defendant nor the state commission has 
made any distinction in rates as between cream and milk, 
as is generally the case elsewhere. Sooner or later the 
failure to give recognition in the rates to the fact that 
cream is four or five times more valuable than milk will 
lead to. trouble and confusion. We suggest, therefore, 
that this distinction be made in the readjustment of 
tariffs, made necessary by our order herein. Our finding 
and order, however, relate only to rates on milk. 

A definite showing is made by one member of the 
complainant association of charges paid by him for the 
transportation of his milk to New Orleans from Center- 
ville, in the state of Mississippi, between Jan. 1, 1911, 
and June 27, 1912, at the rates now in effect. Upon these 
shipments he would be entitled, by way of reparation, to 
the sum of $146.60, with interest from June 26, 1912, if 
there were a sufficient basis of record for a finding that 
during the period in question these rates were excessive. 
We are able, however, to make no such finding. The 
record shows that until about four years ago farmers in 
this section of the country were largely engaged in the 
raising of cotton, and at about that time as the result 


of the ravages of the boll weevil, they turned to other 


pursuits, such as truck gardening and dairy farming. 
‘he territory has been in a state of transition, and the 
lairy industry is in the process of development and does 
ot afford the carriers any very substantial volume of 
raffic. Under such circumstances we are not able to 
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say that these rates have been unreasonable in the past, 
and we accordingly limit our finding to the future only. 
An order will be entered in accordance herewith. 





ORDER. 

This case being at issue upon complaint and answer 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the above-named defendant be, 
and it is hereby, notified and required to cease and de- 
sist, on or before Sept. 1, 1913, and for a period of two 
years thereafter to abstain from charging, demanding, 
collecting, or receiving its present rates for the trans- 
portation of milk from Hermanville, Port Gibson, Gloster, 
and Centerville, and points intermediate, in the state of 
Mississippi, to New Orleans, La., which said rates are 
found in said report to be unreasonable. 

It is further ordered, That said defendant be, and 
it is hereby, notified and required to establish, on or be- 
fore Sept. 1, 1913, upon notice to the Interstate Commerce 
Commission and the general public by not less than five 
days’ filing and posting in the manner prescribed in 
section 6 of the act to regulate commerce, and for a 
period of two years after said Sept. 1, 1913, to maintain 
and apply to the transportation of milk from said points 
of origin in Mississippi to New Orleans, La., rates not 
in excess of the rates, according to miles, named in the 
following mileage scale, to wit: 


Rates, in cents, per can. 
5 8- 10- 


»- < 

gallon gallon gallon 

Distances, cans. cans. cans. 

145 miles and over 130 miles.............. 21.0 27.0 30 
160 miles and over 145 miles.............. 21.7 27.9 31 
175 miles and over 160 miles.............. 22.4 28.8 32 
190 miles and over 175 miles.............. 23.1 29.7 33 
205 miles and over 190 miles.............. 23.8 30.6 34 
220 miles and over 205 miles.............. 24.5 31.5 35 


which said rates are found in said report to be reasonable. 


PHONE SERVICE IN PITTSBURGH 


OPINION NO. 2386 
(27 I. C. C. Rep., P. 622.) 


Submitted May 10, 1913. Decided June 18, 1913. 


Upon protest of alleged undue discrimination against new sub- 
scribers to the local telephone service of Pittsburgh, Pa., be- 
cause, instead of the old form contract under which unlim- 
ited service is given at a flat rate per annum, they are 
offered: only the various forms of limited-service contract 
which provide for a certain number of calls at a stated 
sum per annum, with additional calls at so much per call; 
Held: That in view of the fact that no charge is made or 
call recorded against either class of subscribers by re- 
spondent company for the local call used in connecting with 
the interstate line, and that therefore there is no discrimi- 
nation with respect to interstate transmission, this is a con- 
troversy over which, upon the facts of this case, this Com- 
mission has no jurisdiction. Proceeding discontinued. 


William McDowell for protestants. 
J. L. Swayze and Robert V. Marye for American 
Telephone & Telegraph Co. 





CASE NO. 5463 


Report of the Commission. 
CLEMENTS, Commissioner: 

This proceeding was instituted by the Commission 
upon its own motion, acting upon informal protests re- 
ceived from subscribers to the local telephone service of 
Pittsburgh, Pa. Protestants charge that they are being 
subjected to undue prejudice and disadvantage in viola- 
tion of section 3 of the act to regulate commerce, The 
provisions of that act were, by amendment of June 18, 
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1910, extended to “telegraph, telephone, and cable com- 
panies (whether wire or wireless) engaged in sending 
messages from one state, territory, or district of the 
United States to any other state, territory, or district of 
the United States, or to any foreign country.” 

The essential facts in the case are as follows: The 
local telephone service of Pittsburgh is furnished by the 
Central District & Printing Telegraph Co., one of the 
subsidiaries by stock ownership and control of the Ameri- 
can Telephone & Telegraph Co. The former company 
does not operate beyond the Pittsburgh local exchange 
area, its toll and interstate calls being provided by means 
of connections with other separate corporations which 
bear the same relation as it bears to the American Tele- 
phone & Telegraph Co. There are no flat-rate annual 
contracts for long-distance service from Pittsburgh of- 
fered by any of the subsidiaries of the latter organization. 

Prior to April 1, 1911, all patrons of the Central Dis- 
trict & Printing Telegraph Co. were offered contracts 
which extended unlimited Pittsburgh local service at a 
stated sum per annum. In the year mentioned this con- 
tract was discontinued, and new subscribers were thence- 
forth offered instead contracts providing for a certain 
number of calls at a given sum per annum, additional 
calls to be charged for at so much per call. The specific 
complaint of the protestants is that their annual charges 
under these latter contracts are in the aggregate greater 
than the flat annual rate paid by the subscribers under 
the old contracts, many of which are still operative. It 
is explained by respondent company that the old con- 
tracts can not be arbitrarily canceled as to the subscribers 
thereunder without serious injury to the company and its 
service, but that they are being eliminated as fast as 
practicable upon discontinuance of individual telephones 
or upon action with respect thereto, such as removal of 
the instrument to other buildings, that might be con- 
strued to constitute an abrogation of specific contracts. 

The act to regulate commerce, by the same amend- 
ment as is above referred to, also provides that its pro- 
visions shall not apply “to the transmission of messages 
by telephone, telegraph, or cable wholly within one state 
and not transmitted to or from a foreign country from or 
to any state or territory as aforesaid.” It is therefore 
apparent that it must appear that the discrimination in 
the respect alleged affects the relative aggregate charges 
to the limited and unlimited service subscribers, respec- 
tively, on their interstate calls before this Commission 
would have any jurisdiction over the subject matter of 
the protests. 

As illustratice of the particular discrimination alleged 
with respect to interstate calls, we may take one of the 
old unlimited-service contracts, with its flat rate of $125 
per annum, and compare it with that one of the various 
forms of limited service contracts which provides for 
2,700 calls annually for $120, with additional calls at 4 
cents each. It is contended by protestants that inasmuch 
as upon using the 2,700 calls and 125 additional at 4 
cents each the total sum paid therefor would equal the 
unlimited subscriber’s flat rate of $125, each call in 
addition to this aggregate of 2,825 subjects the limited- 
service subscriber to an undue prejudice and disadvantage 
to the extent of the charge therefor. It was stated posi 
tively on behalf of the respondent company, however, 
that there is no such discrimination with respect to in- 
terstate calls, as the local call of the Central District & 
Printing Telegraph Co. used in connection therewith is 
not counted against either the limited or unlimited serv- 
In other words, it is stated by respondent 


ice subscriber. 
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company, the situation with respect to interstate calls is 
in effect the same as if both the limited and unlimited 
service subscriber should go to the long-distance statio1 
in person instead of securing their interstate connection 
through their local telephones. 

It therefore appears that the discrimination com 
plained of does not affect the interstate transmissio1 
service participated in by respondent company, whic! 
would be necessary to be shown before this Commission 
would have jurisdiction of the matter. The case ma) 
arise in which unreasonableness or discrimination in tele 
phone charges or services will so affect interstate trans 
mission as to fall within the Commission’s regulating 
powers under the act to regulate commerce, but it seems 
clear that this is not such a case. It is manifest that in 
the present case whatever resources protestants have, i! 
any, must be secured through local or state authority. 


STRIKE SITUATION CLEARED 


Operating under the knowledge that a strike on tlh 
railroads in Official Classification territory would be 
calamity, Congress on Tuesday afternoon enacted a1 
arbitration law under which the dispute between the 
railroads and their trainmen wil] be submitted to an en 
larged Erdman arbitration board. President Wilson, as 
keenly interested as the senators and representatives, on 
Monday afternoon persuaded the disagreeing general man 
agers and trainmen to agree to submit to arbitration )) 
a board enlarged to at least six members, which, unde! 
certain conditions, can be enlarged to an even greatet 
number. 

The general managers objected to arbitration by a 
board of three as provided for by the original Erdman act 
They made the point that that, in effect, would be arbi 
tration by one man and submitted that it was against 
reason to put upon one man the responsibility of going 
into the question as to whether the railroads can stand 
the strain on their revenues that would follow the impo 
sition of a burden of $17,000,000, which is what the 
contend will be added to the expense of operation in th: 
event the demands of the men should be met. 

Assuming that it is desirable and even necessary 
have seven men pass on the rate questions that con 
before the Commission, in no single case involving 
much money as that, the point was well made that th: 
arbitration should not be made by one man. 

If the arbitrators go at their work as thoroughly as 
the Commission performs its tasks, it will be montlis 
before there can be a decision. In a broad sense, tlie 
question will be as large as that which the railroads have 
put before the Commission in their application for au 
thority to make a horizontal increase of 5 per cent in 
class rates in Official Classification territory. Nobodys 
expects the Commission to decide that question in a fe\ 
days or even a few weeks. 

The legislative situation 
question of strike or no strike came to an issue. 1 
Newlands bill, which is really an expansion of the E: 
man act, provising for mediators to act as Judge Kna))) 
and the Commissioner of Labor have been acting, had 
passed the Senate and was pending before the House 
But for the urgent character of the situation, the N« 
lands bill would probably have never been acted upon 
all. There was no sentiment in the House in-its fa 
until the political necessity for some action became 
parent to the leaders of all parties, one trying to ret 
and the other two trying to obtain Control. Then evs 
thing went with great expedition, 
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The Open Forum 


A department for the use of patrons and friends of The Traffic World in the discussion of the 


topics which every progressive traffic man, whether manager or clerk, 
has to consider—Contributions are welcomed 


PAYING FOR TARIFFS 


The president of the National Industrial Traffic 
League has sent the following letter to the membership: 

At the meeting of the League, held at Buffalo, N. Y., 
May 28, 1913, the proposed action of the carriers in 
charging for tariffs was considered and the Tariffs com- 
mittee instructed to communicate with the Interstate 
Commerce Commission and request suspension of the 
recent expression of the Commission, so far-as it seemed 
to authorize the carriers to charge for tariff publications. 
The chairman of the Tariffs committee addressed the 
Commission and received reply, through its chairman, 
advising that the Commission could arrive at no other 
conclusion than that carriers would be guilty of unjust 
discrimination if tariffs were furnished free to some and 
not to others, and that therefore carriers must eithe 
furnish free to al! or charge all. In a further com- 
munication addressed to President Belleville, Chairman 
Clark of the Commission says, “that the Commission's 
expression is in no sense an order. Any carrier or group 
of carriers is at perfect liberty to furnish tariffs free 
if they are prepared to do so in a non-discriminatory 
way. The Commission sees no escape from the propo- 
sition that if a carrier furnishes one person, firm or 
association tariffs free and refuses to do the same for 
other persons, firms or associations, it unjustly discrimi- 





nates,” 

Under date of June 16, Agent Leland of the South- 
western Lines issued price list to become effective July 
|, thus serving notice that after that date all tariffs 
issued from his office would be charged for on the basis 
of prices quoted therein. On June 25 the executive 
committee of the Southwestern Lines held a meeting at 
St. Louis, Mo., and the information being received at 
League headquarters that certain shippers were to be 
heard in this matter, the assistant secretary went to St. 
Louis to appear on behalf of the League membership and 
protest against the proposed action. We have since re- 
ceived notice that these carriers have postponed action 
until October 1. 


It will be noted that the Commission has not ordered 
it a charge be made and that the expression from it 
las to do entirely with the question of discrimination. 

At the Buffalo meeting the opinion was generally 
expressed that tariffs should be furnished free, and this is 
the genera] sentiment among shippers throughout the 
country. Inasmuch as the proposed plan of the South- 
western Lines, if it becomes effective, will undoubtedly 
be adopted by the various other tariff bureaus of the 
carriers as well as by the individual lines we have ad- 
Cressed this communication to the membership of the 
league that you may be informed of the situation. 

Under the law shippers are required to be informed 

to the correct rate applicable on shipments and have 
the right to request carriers to quote rates in writing. 
li! the shippers of the country should to any extent de- 
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“Wenn einer fiir ein Blatt geschrieben hat, so wird er ein guter Freund des Blattes.” 


cline to pay for tariffs and call upon the carriers to quote 
rates the extra expense in clerical hire to meet these 
requirements of the law would be much in excess of the 
cost of tariffs furnished. Furthermgre, under the law 
carriers are subject to penalty for misquotation of rates 
and with the increased number of quotations their lia- 
bility in this connection would be much increased. 

The law also provides that carriers shal] post their 
tariffs at all stations, except that the Commission is given 
power to modify this requirement. Under the modifica- 
tion of the law as authorized by the Commission, the 
carriers are saved a large number of copies which they 
would otherwise be required to post, and it may be added 
that the shippers were largely responsible for the in- 
corporation of this modification in the present law. 
Should the proposal to charge for tariffs become effective 
it will undoubtedly be necessary to secure the pvusting 
of tariffs at a great many more places than now required, 
and this will increase the needed supply of tariffs. 

The carriers are not in position to meet the require- 
ments of commerce, either by posting of tariffs or quot- 
ing of rates, and many shippers all over the country are 
performing a great deal of service for the railroads in 
the checking of their rates without calling upon the car- 
riers, inserting rates on bills of lading, calling attention 
to undercharges, etc. 

The tariffs are a necessary part of the transportation 
service and there should be no extra charge for same. 

The above and others reasons equally pertinent point 
to the fact that carriers are not only economizing by 
furnishing tariffs to shippers, but that shippers are per- 
forming real services for the carriers by reason of the 
information given in these tariffs. 

The suggestion has been made both by carriers and 
shippers that there is a large waste of tariffs due to 
unnecessary distribution, and it has been pointed out in 
many instances that this is the fault of the carriers and 
a matter that if given proper attention would effect a 
large saving in tariff supply. The League stands ready 
to co-operate in every way to secure a proper distribu- 
tion of tariffs, but we are of the opinion that tariffs 
should be furnished free to those who desire them and 
have use for them. 

In view of the position of the League as stated above 
we respectfully request that the assistant secretary be 
advised of any further action on the part of the carriers 
which may come to your attention and would be pleased 
to have you send copies of any protests filed with the 
carriers. J. M. Belleville, President. 


IF WAGES CONSUME ADVANCES ? 


editor Tuk TRAFFIC WoRLD: 

Referring to the latest demands of railroad em- 
ployes for an increase in wages: 

I noticed in the paper the other day that railway 
employes who were coming to all the meetings held in 
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connection with the demand for a raise are traveling 
free of charge on transportation furnished them by the 
railroads. Does it not seem very inconsistent for the 
railroads to furnish transportation to employes who do 
not use it on business of the company? The public is 
now very properly debarred from using free transporta- 
tion, but from personal experience | feel that the class 
of employes who are extorting these wage increases 
from the railroads are the ones who use passes for 
themselves and family more than any other class. 

Everyone can recall instances of employes and their 
families traveling around in baronial style on free trans- 
portation. 

I suppose that at first the issuance of passes by the 
railroads to employes was done in order to create a 
friendly feeling and to encourage co-operation between 
all concerned, but if the railroads are foolish enough to 
believe that the great value of transportation which they 
donate to organized labor in their employ is appreciated, 
they are laboring under a delusion, which the latest wage 
settlements must have dispelled. 

We are very much concerned in this matter. In 
case the Interstate Commerce Commission and shippers 
do agree to a 5 per cent increase in freight rates, how 
will it help the situation when this latest wage demand 
consumes every dollar the railroads gain? Until this 
request for a 5 per cent increase was made, they prob- 
ably had no idea this latest raise was contemplated by 
their trainmen, but, under the circumstances, we think 
that railroad employes, who are engaged in creating a 
very critical industria] situation, should receive no more 
favors from their employers as regards transportation 
than do the general public. 


Railroad employes know full well that a strike would 
result in government operation until settlement was 
made and, perhaps, encourage the advocates of general 
public ownership and other socialistic doctrines. 

If the railroad employes who are already receiving 
more than they earn would stop and consider that the 
employes of state-operated railroads elsewhere receive 
nothing like the wages paid in the-United States under 
private operation, they would desist from attempts to 
bring on a critical situation. 

Government employes, such as railway mail clerks, 
performing the most arduous duties, are now compelled 
to receive less wages than paid by railroads, with a 
lesser chance for promotion. 

E. L. McColgin, 
Business Manager, Chamber of Commerce. 
Norfolk, Va., July 11, 1913. 


CAR SURPLUS AND SHORTAGE 


Statistical Bulletin No. 147 of the American Railway 
Association gives a summary of car surpluses and short- 
ages by groups from March 27, 1912, to June 30, 1913: 

Total surplus—June 30, 1913, 70,740 cars; June 14, 
1913, 71,126 cars; July 4, 1912, 70,731 cars. 

Compared with the preceding period, there is a de- 
crease in the total surplus of 386 cars, of which 188 is 
in flat, 43 in coal, 1,660 in miscellaneous, and an in- 
crease of 1,505 in box car surplus. The decrease in flat 
car surplus is in groups 2 (New York, New Jersey, Dela- 
ware, Maryland and eastern Pennsylvania), 7 (Montana, 
Wyoming, Nebraska and the Dakotas), § (Kansas, Colo- 
rado, Oklahoma, Missouri and Arkansas), 9 (Texas, Louisi- 
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ana and New Mexico), 10 (Washington, Oregon, Idaho 
California, Nevada and Arizona) and 11 (Canadian lines) 
The decrease in coal car surplus is in groups 3 (Ohio 
Indiana, Michigan and western Pennsylvania), 4 (the 
Virginias and Carolinas), 5 (Kentucky, Tennessee, Mis 
sissippi, Alabama, Georgia and Florida), 6 (Iowa, Illinois 
Wisconsin and Minnesota), 7, 10 and 11 (as above). The 
decrease in miscellaneous car surplus is in groups 
(New England lines), 4, 9 and 10 (as above). The in 
crease in box car surplus is in groups 2, 3, 6, 8 and 1! 
(as above). 

Total shortage—June 30, 1913, 7,036 cars; June 14, 
1913, 7,199 cars; July 4, 1912, 6.707 cars. 

Compared with the preceding period, there is a de 
crease in the total shortage of 163 cars, of which 84: 
is in box, 163 in flat, and an increase of 788 in coal and 
55 in miscellaneous car shortage. The decrease in Box 


car shortage is in groups 5, 6, 7 and 11 (as above). The 
decrease in flat car shortage is in groups 1, 4, 8, 10 and 
11 (as above). The increase in coal car shortage is in 


groups 1, 2, 3, 6 and 10 (as above). The increase in 


miscellaneous car shortage is in groups 3, 8, 10 and 11 
(as above). 

Compared with the same date of 1912, there is an 
increase in the total surplus of 9 cars, of which 5,023 
is in box, 46 in flat, and a decrease of 2,187 in coal and 
2.873 in miscellaneous car surplus. There is an increase 
in the total shortage of 329 cars, of which 1,785 is in 
coal, 29 in miscellaneous, and a decrease of 1,099 in box 
and 386 in flat car shortage. 

Figures in detail follow’ 


SURPLUSES 
Coal, 
Gondola 

and Other 
Date. 30x Flat. Hopper. Kinds 
June 30, 1913. 34,685 3,084 11,055 21,916 
June 14, : 33,18 3,272 11,098 23,576 
May 31, rrr FF 3,172 11,601 21,669 

May , 1913 350 3,059 12,243 

April . ss «0aas-o eee 4,071 20,209 

Mch. : 15,967 4,650 18,039 
Feb. PhS. concen 5,156 16,897 16,992 
Dec. : 91: 13,078 4,081 16,823 16,677 
| a SS!  ) eee 2,919 7,599 10,135 
Nov. , 1s 2,632 1,551 7,262 8,452 
Oct. I an<'carih'er thea a 1,079 6,491 10,539 
Sept. 2, 1913 1,285 5,310 12,879 
Aug. So ee 2,301 9,658 19,105 
July ST. os 56> 6 2,157 15,420 25,419 
June 20, 1912.........26,606 3,323 19,319 24,216 
May  . aa 8 4,053 71,068 25,264 
April 25, 1 583 6,857 94,692 30,054 
7”. ae, S| eee ,6 6,310 12,540 19,151 


SHORTAGES. 
Coal, 
Gondola 
and 

Date. 30x Hopper. 

June 30, 1913.... . 2,362 : 2,821 

June 6 t0 eae eee ,63% 2,033 

May 31, 191; . 4,163 656 3,109 

May . BOR 7,154 2,046 3,733 

April , 191: . 7,050 23 1,400 
Mch. ae wos kapeee 3,62 3,355 

Feb. 91; 16,693 
DOG, Fh, Babee cic ce cea 

Nov. 
Nov. 
Oct. 
Sept. 
Aug. 
July 
June 
May 
April 
Mech 





— et DD me Oo DOD 


t 
WNWOINMWOAP-3I1RO 


Stn. 
oo 
2 
wo 


4 “1D ee O'S OF 
PAW ARWO"DWO 


2 
= 


WHERE DEMURRAGE RECIPROCATES 
A decision has been rendered by the Railroad Co! 
mission of California requiring the Southern Paci! 
Co. to pay $654 in demurrage fees to the Grayson-Ow 
Co. for failure to deliver cars for loading hay at No 
Station. 
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SERVICE IN THE [TRON REGION 


Hearing at Chicago on Iron Ore Rates from 
Mines to Lake Ports Develops Complete 
History of the Business 


Three important cases in one were heard this week 
at Chicago, before Special Examiner Settle, the three 
principal cases being based upon the same form of com- 
plaints. The cases were Docket No. 5669, Newport Mining 
Co. against the Chicago & Northwestern; No. 5755, Hayes 
Mining Co. vs. Chicago & Northwestern, and No. 5563, 
Corrigan, McKinney & Co. against the Minneapolis, St. 
Paul & Sault Ste. Marie. In connection with No. 5669, the 
American Boston Mining Co. had filed a supplemental 
complaint against the Soo, against the Chicago & North- 
western and against the Duluth, South Shore & Atlantic. 

Appearances were entered as follows: Frank Lyon, 
Newport Mining Co.; C. C. Wright and Robert H. Wid- 
dicombe, C. & N. W.; A. B. Eldredge, D. S. S. & A.; 
Frank S. Marden and Jean Paul Muller, American Boston 
Mining Co. and Corrigan, McKinney & Co.; O. W. Dynes 
and E. X. Hastings, for Chicago, Milwaukee & St. Paul; 
A. H. Wright, W. L. Martin, E. S. Potter and A. H. Lossow 
for the Soo Line. 

The complaint of the Newport Mining Co. was against 
the present rate of 45 cents a ton for iron ore from mine 
to vessel at Ashland, which was claimed to be unrea- 
sonable; also, the charge of 4% cent per ton storage or 
demurrage for all time over 10 days after arrival at 
the dock yards, was claimed to be a violation of section 
1 of the Act to regulate commerce. The complaint of 
the Hayes Mining Co., also of Ironwood, Mich., was sub- 
stantially the same. 

The complaint of Corrigan, McKinney & Co., Cleve- 
land, objected to the increase in storage charges to 4 
cent gross ton after 10 days on iron between Wisconsin 
and Michigan points, and asked for a flat rate, including 
Storage charges, not exceeding 40 cents. 

In opening the case Mr. Lyon stated that his client 
entered claim for reparation since February of this year, 
which had not been done originally, because at the time 
the complaint was filed there was no movement of ore. 
He thought if there was any storage it should be average. 

Mr. Wright, for the Northwestern, stated that the 
first complaint filed in the case was that of Corrigan & 
McKinney attacking the rates to Escanaba, Mich. It 
was stated that formerly the carriers performed free all 
service, unloading, storing, loading, etc., to the same 
lestination. whether storage was made or not, and Mr. 
Vright claimed that the additional charge was made 
imply to cover storage. Petition of the Newport Mining 

is substantially the same, except that this company 

laimed that rates should be graded in proportion to 
the length of haul, the rates being now the same both 
‘to Ashland and to Escanaba. 

The first witness called was W. A. Gardner, presi- 
ient, Chicago & Northwestern, who stated that he had 
-i\ven personal attention to the mining lines and rates in 
the iron ore country. He stated that he was wholly 
esponsible for the addition of the dock charge of 5 cents. 

ie Northwestern is primarily a terminal railroad, and 
lls average haul is less than 150 miles. For this reason 
‘itching becomes a very important expense. The cost 

a straight haul varies very little with the length of 

the haul, and in ease of short haul the switching expense 
out of all proportion to the line haul. The iron region 
one vast yard, made up of threé districts, the Gogebic, 
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Menominee and Marquette. All distances are short 
and there are many mines. It is required that the road 
keep a force of men and an engine at every mine and 
stock pile. 

Sometimes they can operate steadily for a few days 
and then have to hold up for a week. This is no fault 
of the shipper, but an incident of the business. In answer 
to a question, Mr. Gardner said that he did not claim 
that his company had done the business in that section 
at a loss, but on account of the extra expense the lines 
are put to they are not bearing their proper share of 
the operating expenses of the road. They are now pay- 
ing about 45 per cent more wages than in 1900, and the 
work is specialized, more men being required to do the 
same work. There is business in this region for only 
a part of the year, and for the balance of the year the 
greater part of the equipment is idle. The tonnage from 
that region has probably trebled within the last three 
years. 

On cross-examination by Mr. Lyon, Mr. Gardner said 
that the results that he had arrived at were by intuition 
rather than by figures, but that in the years from 1909 
to 1912 the company had spent $525,000 in sidetracks. 
He stated that it was necessary to pay men for a full 
day’s work, even if they only worked a part of the day, 
and on account of the situation there the short days’ 
work were of considerable frequency. 

Questioned in regard to his statement as to the 
relative expense of a short and long haul, he said he 
would be very glad to trade the 40 cents a 40-mile haul for 
60 cents a 100-mile haul. Ordinarily, no more trips would 
be made on a 40-mile haul than on a 100-mile haul. Be- 
ing questioned as to the relative expense of holding ore 
in cars or on the docks, the witness claimed that the 
expense of building docks, and maintaining them was 
very great. It was stated that it is impossible to unload 
the coal directly into the vessel. He did not consider 
that the docks were constructed by reason of their econ- 
omy to the railroad, but they were a necessity to the 
present methods of operation. He said that $4,000,000 
were invested in docks and $6,000,000 in cars, and he 
questioned if the cost of the necessary cars to store this 
coal would amount to the interest on the $4,000,000. 

Mr. Gardner also stated that there had been in re- 
cent years an increase in switching and a decrease in effi- 
ciency on account of specialization. Special laws have 
added to the cost of operation, such as boiler inspection, 
the requirement for electric headlights, etc. The road 
has already spent $365,000 in boiler inspection in which 
there was nothing on the other side for the Chicago & 
Northwestern, because that road had always kept up 
its repairs. Mr. Gardner thought that this section of 
the country should bear its proportion of the burden 
of increased operation, because it had had the benefit 
of the development in previous years. The district 
must be taken as a whole; the development of one part 
had assisted or encouraged the development of another. 
The business has been built up on the basis of treating 
the whole section as one district. If the same thing 
was to be done there again from the beginning, a dif- 
ferent policy might be pursued, but the present plan is 
of the greatest benefit to the greatest number. He 
insisted that, on account of the extensive terminal serv- 
ices which the handling of iron ore entailed, the road 
should have more freedom in the matter of terminal 
charges than if its work was a straight line haul. 

He cited the New Haven road as a terrible example 
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of a road which had not had a proper showing in the 
matter of terminal charges. 

Mr. Lyon wanted to know if the increase in rates 
had been made under the advice of the steel corporation. 
The witness said, “No, you would not think so if you 
heard them speak of it.” He stated that change was 
made upon his own initiative, and not even his own 
fellow officials knew of it until the order was issued. 
He then notified the steel corporation and others of the 
change. 

Mr. Muller questioned Mr. Gardner at some length 
as to the increased cost of conducting the service over 
that in previous years, but developed little additional 
to the witness’ original statement. 

Mr. Eldredge inquired if a difference of $1 per ton 
in the value of ore at one mine and another would be 
a reason for a difference in rates. Mr. Gardner said he 
had never been able to get the Commission to take that 
view of it, but agreed that there might be some reason 
for that if the whole system of rates was to be put into 
effect as a new proposition. 

The next witness called was E. D. Brigham, assistant 
freight traffic manager, Chicago & Northwestern. He 
described the geographical situation of the various mines 
in the district in question, and identified a large number 
of statistical exhibits showing details of shipments by 
the Northwestern road, rates and comparison with other 
carriers, covering a period of years. He also gave a 
history of the development of the present rate situation, 
showing that in different years various changes had been 
made, brought about to some extent by the variation in 
the market rates of ore and of pig iron. He stated also 
that prior to the issuing of the present tariff, rates to 
furnaces at Ashland and Escanaba had been the same 
as to the docks. The present tariff was put in for the 
purpose of taking care of the dock expenses. He also 
stated that there were from 50 to 80 different grades of 
ore handled at the Escanaba docks. There are variations 
in the date of the opening of the season of navigation. 
and equipment must be kept ready to take care of this 
when the season opens. In most cases the equipment 
was hauled back empty, as the ore cars were suitable 
only for handling ore and coal to be taken to such points 
as had dumping facilities. The distances from the mines 
to the station on the main line from which shipments 
were billed varies from a half mile to seven miles. 

Switching to the mines is done by switch engines 
and at stock piles, where the loading is by steam shovels, 
a train is placed and must stand with crew idle while 
the steam shovel is in operation. The engine serving 
the steam shovel does not take care of service to the 
mines. The tracks at the stock pile are built and main- 
tained by the railroad, and are subject to frequent re- 
moval because of the reduction in size of the stock pile. 
At most of these places, around the mines, grades are 
very heavy, and on account of the hilly nature of the 
country are full of curves, and, because of the numerous 
spur tracks and sidings, there is a very great number 
of switches. On account of the grades also it ig neces- 
sary to cut the trains into sections, and at the docks the 
cars must be switched to different pockets until a vessel 
load is accumulated. The ore is stored in the pockets 
on the dock. The railroad does everything, including the 
trimming of the load in the vessel, which is done by 
the manipulation of the ore chutes. The railroad takes 
all charge of the loading at the mines, at the chute, at 
the docks, into the vessels, and makes the billing, etc. 

In the early days of the mining industry, there was 
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no steam shovel loading, the ore was carried from the 
stock pile by tram cars. Facilities for loading had grad 
ually been improved. In the earlier days the main lines 
served the mines, but with the development of new 
districts other tracks were necessary, and they must be 
built to greater distances from the main lines. Ther: 
had been a gradual increase in the cost of equipment fo! 
the service and in the amount of service performed; 
larger cars and locomotives and more extensive dock 
facilities were required. 

At the Wednesday morning session, Mr. Brigham 
continued his testimony, explaining more at length how 
the system of rates had grown up with the development 
of the industry. 

Mr. Lyon, on cross-examination, endeavored to get 
the witnesses to admit that it was the usual custom in 
making blanket rates to make them apply to distant 
territory rather than to such local distances as those 
in the iron regions, but the witness thought that the 
situation here was somewhat unusual. It was brought 
out that the lumber rates in the same territory were not 
blanketed, but that the plan was an arbitrary one as 
applied to ore. He agreed with Mr. Gardner’s testimony 
that probably this plan would not be followed if it was 
an original proposition. He insisted that the present 
increase in the rates was a dockage charge, and was not 
at all on the same basis as an additional charge on a 
line haul. 

Mr. Lyon questioned the witness at length to show 
that as the reduction had increased, the cost per ton 
should correspondingly decrease, and consequently no 
additional] burden had been placed upon the railroad. 
The witness said that there had been a great increase 
in the number of grades of ore handled, and a correspond- 
ing increase in the cost of switching in separating these 
ears. At the time small boats were in service upon the 
lakes a load could be accumulated in 24 hours, and 
smaller docks answered the purpose. The larger boats, 
such as are now in use, require larger docks, and it 
takes more time and delay in equipment to accumulate 
a load. He also stated that there was no other place 
on the Northwestern where spur tracks were furnished 
free to industries except in the ore country. They might 
be built at the expense of the railroad, if there were 
several industries on one line. 

The general tendency of Mr. Brigham’s testimony 
was to cover more in detail the general points covered 
by Mr. Gardner. Mr. 
length on the detail figures shown in the exhibits. 

C. E. Andrews, division superintendent of the Chicago 
& Northwestern at Escanaba, identified a long series of 
blue prints showing in complete detail the lines of th¢« 
Northwestern with reference to the mines, ore docks, 
yards and station grounds throughout this region from 
Ashland to Escanaba. He also stated that the ore fron 
the Marquette range was handled separately from that 
from the Menominee range, each line carrying its own 
docks. As to the nature of the country, he explained 
that it was very hilly, and it was necessary to reach the 
mines by roundabout ways with high grades, numerou 
curves, switches and switchbacks. He explained wh) 
it was necessary to have a complete switching equi! 
ment and service in distinction from the equipment en 
ployed in the line haul. The general run of his testi 
mony was to show the very large amount of switchin 
service that was required in handling the ore from thé 
mines to the docks and in distributing the ore by grade 
and by ownersip. About 30 engines are required fo 
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the road haul to Escanaba, six or seven switch engines 
at the ore docks, and from 28 to 35 engines for switch- 
ing at points on the division. There are more switching 
than road engines employed in the service. The outload 
capacity is limited entirely by the number of empties 
that can be taken to the mines. 

Mr. Lyon asked a number of questions in regard 
to the frequency of derailments, it having been stated 
that there were 310 derailments on the division during 
the year 1912. The witness believed that this was caused 
largely by the nature of the country, the number of 
curves, the frequency of switches, and in some cases 
by the temporary nature of the tracks. 

C. E. Helmer, assistant division superintendent at 
Escanaba, who had been in that capacity, and as train- 
master and yardmaster on this division since 1891, tes- 
tified along substantially the same lines as the previous 
witness, but in some respects more in detail. He ex- 
plained how, in some cases, it was necessary to make 
four trips to the mine and back to the main line in 
order to get a train of twenty-five cars which could be 
hauled over a part of the main line. It is necessary to 
maintain a night switching service as well as day, and 
the cost for labor is higher on this account. The number 
of grades of ore which are made at the present time, and 
frequent breaking up of trains necessitated, requires a 
great deal more switching. The congestion of traffic in 
the district, due to the development of the industry, also 
occasioned increased difficulties in switching. 

H. J. Robertson, dock agent at Escanaba, testified in 
detail as to the capacity of the docks, and the methods 
of handling coal up to the time of its being loaded into 
vessels. The labor in this respect was added to by the 
numerous grades, and the necessity in some cases of 
mixing the grades by percentages, in accordance with 
specifications ordered from the mines, and in accordance 
with the ownership of the ore. The railroad undertakes 
the entire expense until the coal is loaded in the vessel. 
The sorting of the coal into grades in accordance with 
ownership requires the moving of the boats to bring 
the hatches into line witb the loading chutes. He pro- 
duced figures showing that the expense per ton at the 
dock for labor, exclusive of all overhead charges, amounted 
to $2.42. 

Mr. Lyon endeavored to show by this witness that 
the distribution of cars to the differert pockets was 
substantially the same as required in switching cars in 
the city to different consignees, but the witness insisted 
that the service was more complicated. He said that 
the effect of the storage charge, which had recently been 
put into ffect, had been to lessen the amount of coal 
on the docks; that the docks were kept much more free 
of congestion, and that two docks were serving instead 
of four, although 30,000 tons more had been moved this 
year than last up to July 7. 

Mr. Nolan, yardmaster at Ironwood, explained in 
some detail the movement of ore trains and switching 
service around the mines at that point. 

G. J. Quigley, superintendent of the Ashland division, 
explained the handling of ore to the docks and to the 
furnaces at Ashland. 

Mr. Lyon endeavored to get an admission from this 
witness that the cost of switching to the furnaces at 
\shland was greater than to the docks, but it was ex- 
plained that the ore from the docks goes in ordinary 
freight trains, and is not handled in ore trains, and that 
the switch engine which performs the service for other 
ndustries, does the same for ore to the furnaces. 
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GOVERNMENT IS COMPLAINANT 


A hearing was held at Washington recently before Ex- 
aminer Gerry, in Docket No. 5530, United States of Amer- 
ica, against the Union Pacific et al. Mr| Doxen, of the 
auditor’s office, Interior Department, was placed on the 
stand to sustain the merit of the complaint, which goes to 
the establishment of a through route and joint rate in 
which the Atchison, Topeka & Santa Fe, the Denver & Rio 
Grande and the C., B. & Q., would be the participating car- 
riers; this, it is claimed, is prevented by the present tariff 
of the Union Pacific, I. C. C. No. 2454, in which is incor- 
porated the following stipulation: 

“Rates named herein, to or from Chicago, Duluth, St. 
Paul-Minneapolis, Mississippi River and points taking the 
same rates or basing thereon, Missouri River points, de- 
fined in Item 30, or points taking higher than Missouri 
River points, will apply only via Union Pacific Railroad, 
eastern terminals, viz.: Council Bluffs, lowa, Kansas City, 
Mo., Leavenworth, Kan., Omaha, Fremont or Norfolk, Neb., 
or via Kansas City or St. Joseph, Mo., St. Joseph and Grand 
Island, Grand Junction, Neb., and Union Pacific Railroad 
or via St. Louis & San Francisco Railroad, Ellsworth, Kan., 
and Union Pacific Railroad.” 

This provision, it is contended, excludes the Atchison, 
Topeka & Santa Fe, the Denver & Rio Grande and the C., 
B. & Q. from transporting supplies (mainly for the Indian 
Service) for the United States between Chicago, Rock 
Island and Quincy, Ill., Clinton and Burlington, Ia., St. 
Louis, Kansas City and St. Joseph, Mo., and Atchison and 
Leavenworth, Kan., and points taking the same rates and 
stations on the Oregon Short Line, and has the direct 
effect of diverting the business to the Union Pacific. 

The Atchison, Topeka & Santa Fe is a land grant road 
from Atchison to the Kansas-Colorado State line, and 50 
per cent of the earnings of the road should be deducted 
from the settlement of claims for transportation of prop- 
erty owned by and for the United States. 


The two Indian agencies of Fort Hall and Blackfoot 
are the only points involved for the Indian Bureau, other 
departments from which benefit might be derived if the 
route is put into effect are the Bureau of Mines, the 
Reclamation and Conservation service. 


Counsel for the carriers, H. A. Scandrett, showed by 
the witness that the routing prayed for would be several 
hundred miles longer, but it appeared that the element of 
time and of the value of the service were not material to 
the government, and that the only reason for the bringing 
of the complaint is that by reason of the land grant re- 
ductions, the government would be charged less for the 
service rendered, 


The point was raised by Mr. Scandrett as to whether 
or not the auditor for the Interior, in bringing the com- 
plaint, had the right to bring it in the name of the United 
States, and whether before doing so he had secured the 
proper authority, as he stated that he was very much 
surprised when he was served with the notice of the com- 
plaint, as the carriers felt that they had already gone as 
far as they could be reasonably expected to go in the mat- 
ter of allowances on government business by reason of 
land grant privileges. The question, however, was not 
pushed to issue. 


Mr. Schraeder, also for the Interior, was placed on 
the stand to testify to the percentages of difference that 
would accrue to the government by reason of the pro- 
posed through route from Duluth to Pocatello, depending, 
of course, upon equitable adjustment of the rates between 
the carriers. 
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Conducted by 
CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shali answer simple questions relating 
to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure privately written answers to their inquiries by the pay- 


ment of a small fee, given on application. 
Address Legal epartment, The Traffic Service Bureau. 


Colorado Buliding, Washington, D. C. 

Misrouting Shipment that Could Move Intrastate. 

North Carolina.—‘‘With reference to the decision of 
the United States Supreme Court in case of Hanley 
vs. K. C. S. Ry. Co. U. S., 617, in which it was held 
that goods transported between two points in the same 
state, where part of the route extends through another 
state, is interstate. Take an instance where a shipment 
is offered to a carrier, unrouted, for shipment within the 
same state, and on the grounds of convenience, etc., is 
hauled to destination through another state, although 
it could move to destination wholly within the state at 
a lower rate; could the consignee obtain reparation to 
equalize the intrastate rate, notwithstanding the fact 
that the carrier asserts that the latter rate is unreason- 
able and confiscatory, whereas the former rate is respon- 
sible and that the route used is more convenient and 
less expensive?” 

Rule 140, Conference Rulings Bulletin No. 6, is ex- 
actly in point. It reads as follows: “A shipment des- 
tined to another point in the same state was delivered 
to a carrier without routing instructions. It was sent by 
a route which took it outside of the state lines, and re- 
quired the payment of an interstate rate higher than 
the state rate which would have applied on an available 
intrastate route: Held, That the Commission recog- 
nizes the right of the shipper to route his shipment, 
which in this instance the shipper neglected to do; that 
the shipment moved interstate, and that the Commission 
cannot say that the interstate line can apply any other 
than its lawfully published tariff rate, except under spe- 
cial permission or order of the Commission.” In other 
words, the Commission will not recognize, as a basis for 
reparation, any rate that is not on file with it. 

od * cd 
In Re Combination Rates Using Southern and Western 
Classifications. 

Louisiana.—“‘Please advise if, at any time, there has 
come to your notice a decision by the Interstate Com- 
merce Commission regarding the adjustment of a through 
rate based upon a combination, one of the factors of 
which is governed by the Southern Classification and 
the other by the Western Classification. For instance, 
if I took the class rates up to fifth class governed by the 
Southern Classification to junction point ‘A,’ and the 
classes up to fifth class from ‘A’ to destination beyond 
governed by the Western Classification, if these factors 
would produce a rate, or combination, lower than the 
through rate, would the rates be reduced on these five 
classes, and upon the other classes in proportion?’ 

We infer from your inquiry that there is a through 
commodity rate from point of origin to point of des- 
tination, that is higher than the combination of class 
rates, and with this understanding, cal] your attention 
to rule 7 (a), Tariff Circular 18-A, reading as follows: 
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“In every instance where a commodity rate is name 
in a tariff upon a commodity and between specifie 
points, such commodity rate is the lawful rate and th: 
only rate that may be used with relation to that traffi 
between those points, even though a class rate or som: 
combination may make lower. The naming of a com 
modity rate on any article or character of traffic takes 
such article or traffic out of the classification and out 
of the class rates between points to which such com 
modity rate applies.” 

In the case of Wheeler Lumber, Bridge & Suppl) 
Co. vs. Astoria & Columbia River R. R. Co., 20 I. C. C. 
10, the Commission held that a shipment moving under 
a commodity tariff is not subject to any regulation not 
contained in that specific carriage. In other words, th: 
through rate is the legal rate though a lower combinatio1 
exists. 

oe * * 
Allowances to Owners of Tank Cars. 

New York—“Will you kindly advise, through th: 
Columns of THe TRAFFIC WorRLD, the ruling of the Inter 
state Commerce Commission on claims made by privat 
car owners on railroad companies for loss of car servic¢ 
caused by mishandling of their equipment. If the Com 
mission has never made a ruling on cases of this kind 
will you kindly advise if private car owners should not 
be entitled to reimbursement from railroad companies 
wherein they are caused financial loss by their equipment 
being diverted en route and sent astray on account otf 
wrong billing, etc.? Our claim for remuneration in con 
nection with the aforesaid is based on the following 
As the present equipment of this company is inadequate 
for its needs, we are obliged to hire cars from private 
car owners, for the use of which we are charged $1 
per day rental, the number of cars so rented depending 
upon the time made in transportation on carrier’s rails. 
Therefore, when we lose the service of any of our cars 
on account of said mishandling, it is necessary in every 
case to replace same with a car hired from an outside 
company, as all our cars are pushed to their utmost 
all the year round.” 

Owing to their own necessity and to give prompte! 
service to the shipping public, the railroads developed 
the practice, which generally obtains to-day, of per 
mitting cars to pass on to the tracks of their connecting 
roads and making a charge for the use of the equipment! 
The American Railway Association in 1902 inaugurated 
a system by which the interchange of freight cars was 
put on the basis of charging for their use by day instead 
or by the mile. This includes private cars as well a: 
others. Paragraph 3 of rule 14, of the Code of Car 
Service Rules of the American Railway Association, pro 
vides the following for the guidance of its members 
“Private tank car owners must assume responsibility fo 
any excess empty mileage resulting from improper dé 
livery of their cars by connecting lines.” The Code « 
Per Diem Rules of this association, governing settlemen 
for use of freight cars, fixes the rate for the use o 
freight cars, the liability of its members for deliver 
and return of cars, and their duty in delivery of car 
without the consent of the owner of a car that dos 
not pay per diem. ‘ 

However, prior to the adoption of such rules, an 
notwithstanding the same, the Commission, in very ear! 
decisions, laid down the rule that inasmuch as it is th 
duty of the carrier to supply the rolling stock for th 
freight it offers, if the diversities and peculiarities « 
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the traffic are such that this is not always practicable, 
and the shipper is allowed to supply it himself, it is 
just and proper that the owner of such equipment be 
given a reasonable allowance for the use thereof. A 
rivate car has been described by the Commission as 
me owned by an individual, firm or corporation for the 
ransportation of the commodities which they produce 
rr in which they deal. It will include also cars owned 
nd leased to shippers by private corporations. Such 








per page of approximately 200 words. 
rectly to them.” 





Note.—Items in the Docket marked with an asterisk 
(*) are new and have not been carried in the publication 
during the preceding week. 





July 19—Hearing at Cleveland, O., before Special Exam- 
iner Thurtell: 
Case No. 5515—Bessemer Refining Co. vs. Pa. Co. 
et ai, 
Case No. 5519—Chamberlain Cartridge & Target Co. 
vs. L. S. & M. S. Ry. Co. et al. 
July 19—Hearing at Minneapolis, Minn., before Special 
Examiner Gerry: 
Case No. 5618—Gamble-Robinson Commission Co. vs. 
C., M. & St. P. Ry. Co. et al. 
Case No. 5631—Gamble-Robinson Commission Co. vs. 
C., M. & St. P. Ry. Co. et al. 
Case No. 5633—Gamble-Robinson Commission Co. vs. 
Arcadia & Betsey River Ry. Co. et al. 
Case No. 5634—Gamble-Robinson Fruit Co. vs. C., 
B. & Q. R. R. Co. et al. 
July 19—Hearing at Louisville, Ky., before Special Ex- 
aminer Esch: 
I. & §S. No. 243—Iron and steel bridge material 
rating. 
July 19—Hearing at Wichita, Kan., before Special Ex- 
aminer Gutheim. 
I. & S. No. 219—Broom rates to Colorado points. 
July 21—Hearing at Kansas City, Mo., before Special 
Examiner Mackley: 
I. & S. No. 252—Kansas City & Memphis Ry. joint 
rate cancelation. 
I. & S. No. 259—Classification of iron and steel win- 
dow frames and sash. 
July 21—Hearing at New York, N. Y., before Special Ex- 
iner Elder: 
Case No. 5393—National Baggage Committee vs. A., 
T. & & F. Ry. Co. et al 
July 21—Hearing at New Orleans, La., before Special Ex- 
iminer Marshall. 
Case No. 5595—New Orleans Vegetables Growers’, 
Merchants’ & Shippers’ Assn. vs. Ill. Cent. R. R. Co. et al, 
Case No. 5596—Lower Coast Growers’ & Shippers’ 
Assn. vs. American Ry. Co. et al. 
Case No. 5599—Kenner Truck Farmers’ Assn. vs. III. 
Cent. R. R. Co. et al. ; 
Case No. 5600—Roseland Truck Farmers’ Assn. vs. 
fll. Cent. R. R. Co. 
July 21—Hearing at Denver, Colo., before Special Ex- 
aminer Gutheim. 
Case No. 5734—Huerfano Coal Co. et al. vs. Colo. 
& Sou. R. R. Co. et al. 
July 21—Hearing at Cleveland, O., before Special Exam- 
ner Thurtell: 
Case No. 5529—-Loew Mfg. Co. vs. L. S. & M. S. 
Ry. Co. et al. 
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raphers of the Commission, Messrs. Hulse & Allen, will be furnished at the rate of 12! cents 
Application and payment therefor should be made di- 
(Interstate Commerce Commission, Special Order No. 1, Series of 1909.) 
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allowance is usually in the form of mileage, i. e., a fixed 
allowance per mile for each mile the car travels over 
the roads. This allowance is usually made for the empty 
movement in consideration of the loaded movement. 
But, whether in the form of a mileage or per diem, it 
is for the use of the car, including necessarily any 
service involved in the mishandling or misrouting of 
the same. Such allowances should be published and filed 
with the Commission. 






July 21—Hearing at Minneapolis, Minn., before Special 
Examiner Gerry: 
Case No. 5662—Minnesota Stove Co. vs. M., St. P. 
& S. S. M. Ry. Co. et al. 
Case No. 5711—Minneapolis Brewing Co. et al. vs. 
A., T. & S. F. Ry. Co. et al. 
Case No. 5794—McCaull-Dinsmore Co. vs. C., St 
P. M@. & 0. Ry. Co. et al. 
July 21—Hearing at Detroit, Mich., before Special Ex- 
aminer Prouty: 
I. & S. No. 225, Detroit switching charges. 


July 22—Hearing at New Orleans, La., before Special Px- 
aminer Marshall. 
Case No. 5773—Southern Cypress Mfrs. Assn. vs. M., 
La. & Tex. R. R. & S. S. Co. et al. 
Case No. 5705—Geismar & Heymann vs. Ill. Cent. R. 
R. Co. 
Case No. 5636—J. A. Adams & Sons Co., Ltd., et al. 
vs, Vicks., S. & P. Ry. Co. 
July 22—Hearing at Kansas City, Mo., before Special Ex- 
aminer Mackley: 
I. & S. No. 245—Missouri-Kansas coal rates. 
I. & S. No. 278—Packing-house products rates be- 
tween Kansas City and Arkansas points. 
July 22—Hearing at Denver, Colo., before Special Ex- 
aminer Gutheim. 
I. & S. No. 205—Advances in refrigeration charges 
on carload shipments of fruits, vegetables, etc., be- 
tween points in Colorado and Utah. 


July 22—Hearing at Cleveland, O., before Special Exam.- 
iner Thurtell: 
Case No. 5588—Dover Mfg. Co. vs. Pa. Co. et al. 
Case No. 5751—Dean Electric Co. vs. L. S. & M. S. 
Ry. Co. et al. 
Case No. 5787—National Refining Co. vs. A., T. & 
S. F. Ry. Co. et al. 
July 23—Hearing at Kansas City, Mo., before Special Ex- 
aminer Mackley: 
I. & S. No. 238—Kansas City flour rates. 
July 23—Hearing at Washington, D. C.: 
Case No. 5558—Hughes Creek Coal Co. et al. vs. 
Kanawha & Mich. Ry. Co. et al. 
Case No. 5572—Campbell’s Creek Coal Co. vs. Ann 
Arbor R. R. Co. et al. 
Case No. 5584—Campbell’s Creek R. R. Co. vs. Ann 
Arbor R. R. Co. et al. 
Case No. 5651—H. C. Dickinson et al. vs. Ann 
Arbor R. R. Co. et al. 
July 23—Hearing at Denver, Colo., before Special Ex- 
aminer Gutheim. 
I. & S. No. 251—New Mexico coal rates. 
July 23—Hearing at Canton, O., before Special Examiner 
Thurtell: 
Case No. 5555—Metropolis Bending Co. vs. B. & O. 
R. R. Co. et al. 
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July 24—Hearing at Kansas City, Mo., before Special 
Examiner Gerry: 
Case No. 5655—Omaha Grain Exchange vs. C., R. L 
& P. Ry. Co. 
I. & S. No. 227—Kansas-lowa brick rates. 
July 25—Hearing at Kansas City, Mo., before Special 
Examiner Gerry: 
I. & S. No. 240—Des Moines lumber rates. 
July 25—Hearing at Kansas City, Mo., before Special 
Examiner Mackley: 
*Case No. 5364—Kansas City Millers Club et al. 
vs. K. C. Sou. Ry, et al. 
July 25—Hearing at Duluth, Minn., before Special Ex- 
aminer Prouty: 
Case No, 5758—American Round Bale Press Co. 
vs. A., T. & S. F. Ry. Co. et al. 
Case No. 5759—Anderson, Clayton & Co. vs. A,, T. 
& S. F. Ry. Co. et al. 
July 25—Hearing at Kansas City, Mo., before Special Ex- 
aminer Mackley: 
Case No. 5218—Omaha Grain Exchange vs. A., T. & 
S. F. Ry. Co. et al. 
July 26—Hearing at Kansas City, Mo., before Special 
Examiner Gerry: 
Case No. 5694—Sterling Pickling Works vs. Wabash 
R. R. Co. et al. 
Case No. 5790—Feeders’ Supply Co. vs. M., K. & T. 
Ry. Co. of Tex. et al. 
July 28—Hearing at Cleveland, O.: 
I. & S. No. 264—Fabrication in transit rates. 


July 28—Hearing at St. Louis, Mo., before Special Ex- 
aminer Gerry: 
I. & S. No. 254—Arkansas-Missouri lumber rates. 
July 28—Hearing at Minneapolis, Minn., before Special 
Examiner Prouty. 
I. & S. No. 211, advances in switching charges by 
Chicago Great Western Ry. Co. at Sheffield, Minn. 
I. & S. No. 260—Duluth, Minn., log rates. 
July 28—Hearing at Syracuse, N. Y., before Special Ex- 
aminer Gutheim. 
I. & S. No, 244—New York butter and cheese rates. 
July 29—Hearing at New York, N. Y., before Special 
Examiner Gutheim. 
I. & S. No. 265—Morristown & Erie R. R. Co. rate 
cancelations. 
July 28—Hearing at Rochester, N. Y., before Special 
Examiner Boyle: 
*Case No. 5506—N. Y. State Shippers’ Protective 
Assn. vs. N. Y. C. & H. R. R. R. Co. et al. 
July 30—Hearing at Washington, D. C., before Special 
Examiner Gerry. 
Case No. 5760—Eastern Shore Development Steam- 
ship Co. vs. Balto. C. & A. Ry. Co. et al. 
July 30—Hearing at New York, N. Y., before Special 
Examiner Boyle: 
*] & S. No. 263—New England and Canada high 
explosive rates. 
July 31—Hearing at New York, N. Y., before Special 
Examiner Boyle: 
*Case No. 5733—Colonial Navigation Co. vs. N. Y., 
N. H. & H. R. R. Co. 
Aug. 2—Hearing at Portland, Ore., before Commissioner 
Marble: 
*Case No. 3589—H. S. Gile & Co. et al vs. So. Pac. 
Co. et al. 
*Case No. 5520—J. K. Gill Co. vs. Ore.-Wash. R. 
R. & Nav. Co. et al. 
*Case No. 5665—Loenenberg & Going Co. vs. Ore.- 
Wash. R. R. & Nav. Co. et al. 
*Case No. 5675—Dant & Russell vs. Gilmore & 
Pittsburg R. R. Co. 
Sept. 8—Hearing at Washington, D. C., before Special 
Examiner Marshall: 
*Case No. 5697—National Casket Co. et al. vs. So. 
Ry. Co. 
Sept. 15—Hearing at Washington, D. C., before Special 
Examiner Marshall: 
*Case No. 5504—Cotton Manufacturers’ Assn. of 
Ss. C. vs. Carolina C. & O. of S. C. et al. 
*Case No. 5505—Belton Mills et al. vs. Norf. & 
West. Ry. Co. et al. 


Vol. XII, No. 3 


DIGEST OF NEW COMPLAINTS 


No. 5872. Arkansas Short Leaf Lumber Co, vs. St. Louis, Iron 
Mountain & Southern et al. 

Alleges the exaction of unreasonable and excessive freight 
charges on shipments of yellow pine lumber from Pine Bluff 
Ark., to Success, Ark., due to alleged misrouting, which 
caused an interstate rate instead of an intrastate charge 
Cease and desist order asked for and reparation. 

No. 5873. Durham Coal & Iron Co., of Chattanooga, Tenn., vs 
Louisville & Nashville et al. 

Excessive, unjust and unreasonable charge for shipment of 
carload of mules from East St. Louis to Sale Creek, Tenn 
Cease and desist order asked for and reparation. 

No. 5874. Cox, W. H., Emporia, Kan., vs, Atchison, Topeka & 
Santa Fe et al. 

Alleges excessive charges on shipments of cattle from Texa- 
homa, Okla., to Bazar, Kan., due to alleged misrouting 
Maxima rates and reparation demanded. 

No. 5875. Rossville Commercial Club and other New Mexico 
organizations vs. Atchison et al. 

Allege that rates in effect via the Pecos gateway, either as 
through rates or on a differential basis or on a combination of 
locals to Pecos line points are unreasonably high and that 
rates through Pecos to Pecos line points should not be higher 
than through Amarillo or Texico. Demand readjustment of 
rates and the establishment of rates that will be just and 
reasonable and non-discriminatory. 

No. ee Commercial Club of Joplin, Mo., vs. Missouri Pacific 
et al. 

Alleges the exaction of 22 cent proportional rate on petro- 
leum and its products from St. Louis to Jupiin as against a 
local rate of 19 cents. Demand a cease and desist order and 
the establishment of a reasonable maxima. 

No. 5877. Walker, S. C., & Sons, Smith Center, Kan., vs. Chi- 
cago, Rock Island & Pacific et al. 

Alleges that the rate of $2.63 per 100 on C. L. shipments of 
eggs from Smith Center, Kan., to North Yakima, Wash., ex- 
cessive and illegal. Demands cease and desist order and 
reparation. 

No. 5878. Republic Flour Mills Co., Republic, Mo., vs. St. Louis 
& San Francisco et al. 

Alleges unjust and unreasonable charges on grain and grain 
products from Republic to Vivian, La. Demands cease and 
desist order and reparation. 

No. 5879. National Refining Co., Coffeyville, Kan., vs. Atchi- 
son et al. 

Alleges the rate of 32 cents on petroleum and its products 
Cc. L. from Coffeyville, Kan., to LaCrosse, Wis., is unjust, 
unreasonably high, unduly discriminatory and prejudicial 
Demands a rate not exceeding 27 cents and reparation. 

No. —_ Drury Coal, Co., Morganfield, Ky., via Illinois Cen- 
tral. 

Alleges that a rate of $1.47 on coal from Waverly, Ky., to 
Chicago is unjust and unreasonable Asks for the estab- 
lishment of maxima rates and reparation. 

No. 5881. The Helmers Mfg. Co., Kansas City and Leaven- 
worth vs. Chicago, Rock Island & Pacific. 

Alleges excessive charges on 140 carloads of gum lumber 
from Madison, Ark., to Leavenworth, Kan., due to mis- 
routing. Demands maxima rates and reparation. 

No. 5882. Northwest Coal Co., Butte, Mont. vs. Union Pacifi 
et al. 

Alleges excessive charges on 34 carloads of coal from Rock 
Springs and Diamondville, Wyo., to Butte, due to alleged 
errors in weight. Demands cease and desist order and 
reparation. 

No. 5883. Little Lumber Co., Lyons, Neb., vs. Denver & Rio 
Grande Railroad Co, et al. 

Against the absence of a joint through rate on coal from 
La Veta, Colo., to Lyons, Neb., resulting in an alleged ur 
reasonable rate of $4.56 per ton Ask for a rate not t 
exceed $4.00 as a joint through rate, and reparation. 

No. 5884. Laning-Harris Coal & Grain Co., of Kansas Cit) 
Mo., vs. Chicago & Eastern Illinois Railroad et al. 

Excessive charges on shipment of car of bituminous coa 
from Benton, Ill, to Platte City, Mo., due to alleged mis 
routing. Cease and desist order asked for and reparation 

No. 5885. Gulf Lumber Co., Fullerton, La., vs. Morgan 
Louisiana & Texas Railroad & Steamship Co. et al. 

Against the assessment of a 9-cent domestic rate on 
coastwise shipment of lumber from Fullerton to Texas Cit 
for export. Demand cease and desist order, establishme! 
of maxima rates for future coastwise export shipments, an 
reparation. 

No. 5886. Scattergood, S. F.,. & Co., of Philadelphia, Pa., vs 
Pere Marquette Railroad Co 

Excessive charges on carload shipments of oats from Ch 
cago, Ill., to Philadelphia, due to alleged failure to obey shit 
ping instructions; it is also charged that the rules and regu 
lations as published in Pere Marquette Tariff I. C. C. Né 
2978 are unjust, unreasonable and discriminatory. Reasonab 
and just rules and regulations asked for and reparation. 

No. 3887. Dilkes, Geo. R., & Co., Philadelphia, Pa., vs. tl! 
Baltimore & Ohio et al. 

Against alleged discrepancies in practices and allowanc¢ 
as between Baltimore and Philadelphia in the matter of at 
sorption of loading charges, on bulk freight leading to t! 
assessment of excessive charges at Baltimore. Cease a! 
desist order asked for and payment of damages. 

No. 5888. Collier, L. O., of Louisville, Ky., vs. the Southe: 
Railway et al. : 

Against a rate of 12 cents per 100 pounds on 12 carlo: 
shipments of lumber from Marengo, Milltown and Coryd 
June., to Chicago, Ill... as unjust, unreasonable and discrin 
inatory. Ask for a rate not to exceed 10 cents and reparati 
to that basis. 
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No. 5889. Furniture Manufacturers’ Association, Grand Rapids, 
Mich., vs. Ann Arbor Railroad Co, et al. 

Against specific commodity rates on shipment of furniture 
to California terminals as leading to rates which are unduly 
preferential and unjustly discriminatory. Ask for cease and 
desist order and the establishment of maxima rates for the 
future transportation of furniture from Grand Rapids, Mich., 
to Pacific Coast terminals, and the privilege of shipping in 
mixed carloads, 

No, 5890 American Lumber & Manufacturing Co., Pittsburgh, 
Pa., vs. Mississippi Central R. R. Co. et al. 

Alleges unreasonable, excessive and unjust charges on ship- 
ments of yellow pine lumber from Bellpine and Clyde, Miss., 
to Virginia city basing points via the Virginian Ry. Co. tariffs. 
Ask for a hearing and investigation, that the defendants be 
required to publish legal tariffs and maintain rates not higher 
than the bases called for in Virginian Ry. Tariff I. C. C. 586, 
and reparation. 

No. 5891 The Low Moor Iron Co. of Virginia, Alleghany Ore & 
Iron Co., Oriskany Ore & Iron Corporation, Princess Furnace 
Co., Virginia Iron, Coal & Coke Co., and the Pulaski Iron Co, 
vs. Chesapeake & Ohio et al. 

Allege unreasonable and unjust rates for the transportation 
of pig iron in carloads from Virginia furnaces to Harrisburg, 
Pa., Baltimore, Md., Wilmington, Del., Philadelphia, Coates- 
ville and Reading, Pa., Trenton, Newark and Jersey City, N. 
J., New York City and Boston, Mass., leading to undue and 
unreasonable prejudice and disadvantage to complainants and 
their furnaces located at the Virginia cities and an undue and 
unreasonable preference and advantage to competitors in 
Pennsylvania, Ohio and New York. Cease and desist and 
such further orders as the Commission may think justified. 

No. 5892 Standard Oil Co., of Chicago, Ill, vs. Pennsylvania 
R. R. Co. et al. 

Against a rate of 14% cents per 100 pounds on iron fittings 
from Martinsville, IIL, to Whiting, Ind., as unjust and un- 
reasonable. Ask for a rate not to exceed 9 cents and repara- 
tion. 

No. 5893 Inland Seed Co., Spokane, Wash., vs. Oregon-Wash- 
ington R. R. & Navigation Co. et al. 

Against a rate of $2.50 per 100 pounds on straight carload 
shipments of incubators from Buffalo, N. Y., to Spokane, 
Wash., as excessive and unreasonable. Ask for reparation 
down to a rate of $1.82 per 190 which has been made effective 
since the date of the shipment. ’ 

No. 5894 Louis P. Hyman & Co., of Louisville, Ky., vs. Louis- 
ville & Nashville R. R. 

Against a rate of 24 cents per 100 pounds on shipments of 
scrap iron, carloads, from Copperhill, Tenn., to Louisville, 
as unjust, unreasonable and excessive. Also against a rate of 
12 cents to Atlanta, Ga. Ask for rate of 12 cents to Louis- 
ville and 9 cents to Atlanta, and reparation to the amount of 
$2,550.96. 

No, 5895 Torrey Cedar Co., of Clintonville, Wis., vs. the Chi- 
cago & North Western et al. 

Allege excessive charges on shipment of cedar telephone 
poles from Whitcomb, Wis., to Star City, Ind., growing out 
of alleged failure to furnish car of size called for. Cease and 
desist order asked for, reparation, an order that when a car- 
rier for its own convenience furnishes a larger car than that 
ordered by the shipper, the tariff charge shall be made only 
for the mimimum shipping weight, unless the actual weight of 
the shipment exceed said minimum, 


MINOR UNREPORTED OPINIONS 


Abstracts of unreported opinions are furnished the Traffic 
World through the courtesy of the Commission. Since January 
1 these opinions have not been printed. Mimeograph copies are 
furnished to the parties in interest and to no others. Copies 
cannot be secured by writing to the Commission: 


Unreported Opinion No. A208, Case No. 5440. Pelcon Water 
Wheel Co. vs. Pennsylvania R. R. Co. et al. Submitted April 
14, 19138. Decided June 5, 1913. Complaint dismissed, rates not 
being found unreasonable on iron and steel shafting, L. C. L., 
from Indiana Harbor, Ind., to San Fracisco, Cal. 

Ureported Opinion No. A209, Case No. 5383. Orgill Brothers 

& Co. vs. Illinois Central R. R. Co. Submitted May 10, 1913. 
Decided June 5, 1913. Complaint dismissed, rates not being 
found unreasonable on plows, carload, from Coldwater, Miss., 
to Memphis, Tenn. 
_. Unreported Opinion No. A210, Case No. 5405. S. D. Seavey, 
rrustee, vs. Gt. Nor. Ry. Co. Submitted Feb. 25, 1913. De- 
cided June 5, 1913. Complaint dismissed, rate of 10% cents per 
0 pounds not being found unreasonable on lumber from 
Dumas, Minn., to Princeton, Minn. (interstate shipment). 

Unreported Opinion No. A211, Case No. 5317. Gill, J. K., 
©o., vs. Ore.-Wash. R. R. & Nav. Co. et al. Submitted March 
8. 1913. Decided June 5, 1913. Rates found unreasonable on 
ddressographs from Chicago, Ill, to Portland, Ore., and repara- 
tion awarded in sum to be hereafter decided on. 

Unreported Opinion No. A212, Case No. 5357. Western Grain 
©o. vs. Eastern Ry. Co. of N. M. et al. Submitted April 4, 1913. 
ecided June 5, 1913. Complaint alleging unreasonable demur- 
rage dismissed, on a a car of alfalfa hay, demurrage not ac- 
cruing through any fault of defendants. 

_ Unreported Opinion No. A213, Case No. 5298. Seth Thomas 
Co. vs. N. Y., N. H. & H. R. R. Co. et al. Submitted April 25, 
113. Decided June 5, 1913. Complaint alleging overcharge on 
ne tower clock, together with castings, from Thomaston, 
onn., to Denver, Colo. Dismissed, rate not being found un- 
reasonable. 

Unreported Opinion No. A214, Case No. 5237 and Sub. Nos. 
| and 2. Kansas City Breweries Co. vs. Chicago, Burlington & 
Juincy, Chicago Great Western and C., R. I. & P. Submitted 
larch 3, 1913. Decided June 5, 1913. Reparation, account of 
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excessive rates on barley from Minneapolis, Minn., to Kansas 
City, Mo., for a period extending for several months following 
Dec, 1, 1911, awarded, in sum to be hereafter decided on. 

Unreported Opinion No. A217, Case No. 4933, Sub. Nos. 1, 2 
and 3. Webber-Ayers Hardware Co. vs. K. C. Sou. Ry. Co. et 
al.; Fort Smith Wholesale Grocery Co. vs. K. C. Sou. Ry. Co. 
et al.; Speer Hardware Co. vs. St. L. & S. F. R. R. Co. et 
al.; Atchison-Williams Hardware Co. vs. K. C. Sou. Ry. Co. 
et al. Submitted Dec. 16, 1912. Decided June 3, 1913. Repara- 
tion of $250.86, account of unreasonable rates for the trans- 
portation of carload shipment of small arms and ammunition 
from Kings Mills, O., and from points in Connecticut to Fort 
Smith, Ark. 

Unreported Opinion No. A218, Case No. 5039. Whiteker 
Bros. vs. C. & N. W. Ry. Co. et al. Submitted Oct. 17, 1912. 
Decided June 3, 1913. Reparation in sum of $7.20, account 
of misrouting of carload shipments of potatoes shipped from 
Green Bay, Wis., to Kansas City, Mo. 

Unreported Opinion No. A219, Case No. 4647. Lindsay & 
Co., Ltd., vs. C., M. & P. S. Ry. Co. et al. Submitted Sept. 27, 
1912.- Decided June 3, 1913. Reparation of $285.84 awarded, 
account of unreasonable rate of $1.65 per 100 pounds for the 
transportation of carload shipments of oranges and lemons 
from Prenda, Cal., to Lewistown, Mont. 

Unreported Opinion No. A220, Case No. 4859. Jackson 
Lumber Co. vs. L. & N. R. R. Co. Submitted Sept. 26, 1912. 
Decided June 3, 1913. Sixth class rate of 36 cents per 100 
pounds charged for the transportation of galvanized iron roof- 
ing, carload from Pensacola, Fla., to Lockhart, Ala., not shown 
to have been unreasonable. Complaint dismissed. 

Unreported Opinion No. A221, Case No, 50517. Security 
Warehouse & Elevator Co. vs. C. & A. Ry. Co. et al. Sub- 
mitted Dec. 9, 1912. Decided June 3, 1913. Reparation of 
$42.24 awarded, account of charges collected for the trans- 
portation of bulk corn in carload lots from Murrayville, San- 
ford and Woodson, Ill, to Louisville, Ky., found to have been 
in excess of those due under the published tariff rates. 

Unreported Opinion No. A222, Case No. 5161. Board of 
Railroad Commissioners of the State of Iowa vs. A., T. & 9. F. 
Ry. Co. et al. Submitted Jan. 17, 1913. Decided June 3, 1913. 
Classification of coffin stock in Western Classification Terri- 
tory found to have been relatively unreasonable and unduly 
prejudicial. Classification rating not to exceed lumber tariff 
rates prescribed for the future. 

Unreported Opinion No. A223, Case No. 5229. Dodd, D. W., 
vs. Tex. & Pac. Ry. Co. et al. Submitted Jan. 8, 1913. De- 
cided June 3, 1913. Rate of 24 cents per 100 pounds for the 
transportation of cottonwood lumber in carload lots from An- 
nona, Tex., to Springfield, Mo., not found unreasonable. Com- 
plaint dismissed. 


Unreported Opinion No. A224, Case No. 5341. Lyon Cypress 
Lumber Co. vs. Y. & M. V. Ry. Co. et al. Submitted Mareh 31, 
1913. Decided June 9, 1913. Reparation in the sum of $40.06 
awarded account of excessive rate of 28 cents per 100 pounds 
for the transportation of gum lumber in carloads from Garyville, 
La., to Knoxville, Tenn. Commission decides that rate is ex- 
cessive to the extent that it exceeds 19 cents per 100 pounds. 

Unreported Opinion No. A225, Case No. 5402. Crane, D. J., 
Vs. C., St. P., M. & O. Ry. Co. et al. Submitted Feb. 20, 1913. 
Decided June 9, 1913. Complaint asks reparation account of 
unreasonable transportation charges on two carload shipments 
of oats from Minneapolis, Minn., to Owen, Wis. According to 
the evidence of the record charges were not paid by complain- 
ant but by consignor, who is not a party to this proceeding. 
Complaint dismissed. 


Unreported Opinion No. A226, Case No. 5438. Stanton, FE. 
H., Co. vs. Nor, Pac. Ry. Co. et al. Submitted April 9, 1913. 
Decided June 9, 1913. Rates charged for the transportation of 
green salted hides and pelts, carload, from Spokane, Wash., to 
Kenosha, Wis., found to have been unreasonable to the extent 
that they exceeded a rate of $1 per 100 pounds. Reparation 
awarded in sum to be hereafter decided upon. 


Unreported Opinion No. A227, Case No. 5337. Harrington, 
George, vs. N. Y. C. & H. R. R. R. Co. et al. Submitted Feb. 
11, 1918. Decided May 5, 1913. An excess of $3 over the regu- 
lar fare for passenger transportation between Chicago and New 
York on fast trains not found to be unreasonable nor unjustly 
discriminatory. 


Unreported Opinion No. A228, Case No. 5266. Idleheart, 
Thos. H., vs. Pennsylvania Co, et al. Submitted March 11, 1913. 
Decided June 16, 1913. Reparation in the sum of $30 awarded, 
account of unreasonable demurrage charges on certain ship- 
ow of cast iron pipe from Massilon, Ohio, to Franklin Park, 


Unreported Opinion No, A229, Case No. 5082. Messilla Val- 
ley Produce Exchange, Inc., vs. A., T. & S. F. et al. Submitted 
April 10, 1913. Decided June 3, 1913. Complaint alleges unreas- 
onable rates on hay from Rincon and other points in New Mex- 
ico to El Paso and La Tuma, Texas, which are used in con- 
nection with rates beyond these Texas points to make through 
rates to points in Louisiana and southern and eastern Texas: 
Held: That through rates to Louisiana points are not shown 
unreasonable; that through rates to Texas points are unreason- 
able, but as the necessary parties are not defendants before 
the Commission no order can be entered in the record. 


Unreported Opinion No. A230, Case No, 4900. Lindsey Bros. 
vs. C., B. & Q. Ry. et al. Submitted Feb. 25. 1913. Decided 
June 16, 1913. Rates for the transportation of three L. C. lL. 
shipments of iron and pumps and hand pump cylinders from 
Bluffton, Ind., to Milwaukee, Wis., not shown to have been 
unreasonable. Reparation in the sum of $2.45 granted account 
of certain overcharges in these shipments. 


Unreported Opinion No. A231, Case No. 5006. Pacific Fire 
Extinguisher Co. vs. N. Y., N. H. & H. Co. et al Submitted 
Oct. 11, 1912. Decided June 3, 1913. Reparation in the sum of 
$152.88 granted account of overcharge on fire extinguisher from 
Boston, Mass., to Goldfield, Nev. 
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THE TRAFFIC WORLD 


Vol. XII, No. 


Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling and 
other branches of traffic work. Contributions are welcomed. THE TRAFFIC 
WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


GIVE MOTOR TRUCKS A CHANCE 


Under the above heading the New York Commercial 
recently made the following editorial statement and plea 
relative to a section of New York City where facility 
of rapid vehicle transportation is of vital importance. 
There are many other situations in other cities where 
the difficulties in the way of rapid transit are of sub- 
stantially the same nature, differing only in a degree 
in some measure proportionate to the size of the city. 
The Commercial says: 

Increasing substitution 
dray as a commercial vehicle has 
problems. One of these is, how to get 
out of motor cars in congested city streets. 
idea: A business house invests several 
dollars in automobile trucks. It does so for hard, 
tical reasons. The motor truck is the highest develop- 
ment in vehicular transportation. It is demonstrably as 
far superior to the old-style horse truck which it is 
gradually displacing as the latter is to the man-power 
wagons still used in -primitive communities. Given a 
clear roadway and it can haul a heavier tonnage at 
greater speed than the largest horse truck drawn by the 
finest team of draft horses. But in congested thorough- 
fares one important element of superiority—speed—is 
sacrificed because of lack of ability to utilize it. 

A line of vehicles is no faster than its slowest unit. 
One overloaded dray, drawn by a single undersized horse, 
holds down to its own snail’s pace the powerful five-ton 
motor truck with a potential speed of 10 to 12 miles an 
hour. This is economic waste, lost efficiency. The motor 
truck should have the opportunity to serve the purpose 
for which it was manufactured, that of hauling a maxi- 
mum load at a maximum speed. 

It is not the purpose here to discuss this subject in 
its entirety, but to direct attention to traffic conditions 
in only one of the more important thoroughfares of New 
York, West street. Its importance to the commercial 
community as an artery of transportation is too well 
known to require emphasis here. It is the approach to 
steamship and railroad docks. The bulk of 
the vast .ferry traffic across the Hudson concentrates 
into this street. And among the thousands of vehicles 
which pour into it daily are hundreds of motor trucks. 
The result is that here is continually witnessed that 
economic waste, that lost efficiency to reference 
has been made. 

In the case of many other thoroughfares of the city 
the problem is undoubtedly complex, but in that of West 
street it appears a solution might readily be found. In 
the greater part of its length West street is very wide, 
but its spaciousness is not economically distributed to 
the end of maximum efficiency. Carts, horse trucks and 
mtoor cars are permitted to move in a confused tangle, 
with the result that they hopelessly block each other 
and cause vexatious and costly delays. Why could not 


of the motor truck for the 
created new traffic 
fullest efficiency 
Here is the 
thousands of 
prac- 


our great 


which 


the police traffic department establish special regulations 
to meet special conditions? Divide this wide thorough 
fare into four parallel roadways, two for northbound and 
two for southbound traffic. Assign one of each to motor 
trucks and the others to horse trucks and confine each 
class of vehicles within its proper limits. By this ex 
pedient automobile wagons could move more nearly at 
their normal speed without suffering wasteful delay fron 
their siower moving competitors. The result would be 
added efficiency for each without laying the city open to 
the charge of favoring either. 

It seems to us that this question of West street traf 
fic regulation is one which owners of motor trucks could 
properly take up with great profit to themselves. They 
should make common cause of their needs and bring 
the matter to the attention of the proper civic authorities 

Another point. It is to the interest of the steamship 
and other great transportation corporations which control 
the docks to afford the motor trucks greater facilities 
of access to and egress from their docks. It would be 
real economy of time and money for them to co-operate 
with the enterprising business men who have invested 
much capital to secure greatest efficiency in transporta 
tion of their merchandise and help them to get the maxi- 
mum of service out of their trucks. 

Give the motor truck a chance. 


MOTOR TRUCK INDUSTRY GROWING 


It must occur to anyone at all 
teaming business of the United States that, 
the production of motor vehicles durable in quality, rea 
sonable in price and capable of all kinds of hauling, this 
branch of the automatic car industry is susceptible of 
almost unlimited expansion. Aside from the possible, 
and probable, displacement of millions of horse-drawn 
wagons now in use, the construction and maintenance 
of better highways, the opportunities for long-distance 
deliveries and the development of lighter suburban and 
interurban transportation must within a few years add 
tremendously to the demands upon the manufacturers 
of these conveyances. Figures already at hand compar- 
ing the output, and means of output, in 1912 with those 
of 1911, show that even now the industry is expanding 
with great rapidity. 

A second census of the trade, taken under the - 
auspices of the National Association of Automobile Ma! 
resulted in a careful revision of t! 
earlier statistics. From this it appears that the tot: 
output of commercial vehicles of all kinds and types 
reported for the year 1912 by 170 companies was 21,93 
as compared with a total] output of 10,655 vehicles | 
85 companies in 1911. This not only shows double t! 
output of 1911 in 1912, but it reveals a production 
motor vehicles in 1912 twice as large as that reporte( 
for all preceding years up to 1911, or a production equ®! 
to the entire output previous to 1912. 

Yet, even with this showing, it is apparent that the 
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WHITE TRUCKS 


Are the Choice of America’s Great Manufacturers 
LARGE majority of the great manufacturing and steel companies of 


America are using White Trucks. No two companies have exactly 

the same hauling requirements, and the adaptability of White Trucks 
to meet every condition is well illustrated in their use by so many of 
America’s great manufacturers. 


278 White Trucks are operated by 138 Manufacturing Firms, such as 


American Can Co., Chicago National Acme Mfg. Co., Cleveland 
American Shipbuilding Co., Cleveland Perfection Spring Co., Cleveland 

American Steel & Wire Co., Cleveland a F, pewriter Co., New York City 
Aluminum Castings Co., Detroit Scully Steel & Iron Co., Chicago 

Samuel Bingham’s Sons Mfg. Co., Chicago Sheet Metal Products Co., Ltd., Toronto 
Coes Wrench Co., Worcester, Mass. Standard Manufacturing Co., Pittsburgh 
The Crane Co., Chicago Superior Foundry Co., Cleveland 

Erie Malleable Iron Co., Erie, Pa. W. S. Tyler Co., Cleveland 

Hydraulic Pressed Steel Co., Cleveland United deeone Steel Corp., Birmingham 

Illinois Steel Co., Chicago Van Dorn Iron Works =. Cleveland 

Interstate Foundry Co., Cleveland Western Electric Co., Chicago . 

Lake Erie Iron Co., Cleveland Westinghouse Lamp Co., Bloomfield, N. J. 
Maritime Nail Co., Ltd., Montreal Winchester Repeating Arms Co., Inc., New Haven 
National Cash Register Co., Chicago Willard Storage Battery Co., Cleveland 


In practically every industry in which motor trucks are used, White 


Trucks predominate. There are 3500 White Trucks in operation at the 
present time. 


Manufacturers of Gasoline Motor Cars, Trucks and Taxicabs 
2635 WABASH AVENUE, CHICAGO 
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number of motor vehicles produced in 1912 simply dots 
the surface of the field open to development. The pro- 
duction of commercial motor vehicies for the present 
year, it is estimated, will be 51,586, or about two and 
one-half times greater than that of last year, and about 
two and greater than the output of all 
previous years combined. It can hardly be long, there- 
fore, until the production of motor vehicles in the United 
States is exceeding 100,000 annually; but even at this 
rate it would take years to provide substitutes for the 
horse-drawn vehicles at present in use. It is impossible 
to go very far into this subject without speculating upon 
possibilities. Much will depend, of course, on the prog- 
ress that shall be made in the production of vehicles to 
meet the needs of farmers and smaller mercantile estab- 
grocers. The horse may never be 
a common carrier, but he can 
be displaced in so many instances that he will very 
likely cease to be a factor in the delivery or heavy 
hauling situation.—Monitor, Boston. 


STATISTICS OF RAILWAYS 


TRAFFIC SERVICE NEWS BUREAU. 
Coiorado Building, Washington, D. C. 

American railroads, having operating incomes in ex- 
cess of $100,000, on June 30, 1912, show an investment 
in road and equipment of $15,895,657,969. That figure 
is $337,393,357 greater than the investment shown on 
the same day of 1911. The mileage of lines operated 
as a result of that investment was 240,239. The mileage 


of all tracks, 360,714. The figure first used is main track; 
third track, 


one-half times 


lishments, such as 
entirely superseded as 





THE 


of second track there were 24,930 miles; 
2.512: fourth, fifth and sixth tracks, 1,784; yard track 
and sidings, 91,250 miles. These facts are taken from 


the annual summary of steam road statistics, made public 
by the I. C. C. on Wednesday. 

The increase in railroad mileage during the 
ending June 30, 1912, amounted to 8,926 miles, of which 
3,167, or nearly 36 per cent, represented yard track and 
sidings. 

The capital outstanding against the road and equip- 
ment of the roads having a gross operating revenue in 
excess of $100,000 has a par value of $19,533,750,802; this 
amount includes capital held by the railway companies 
concerned, as well as by the public. Of the total amount 
of capital outstanding there existed as stock $8,469,560,- 
687, of which $6,882,813,008 was common and $1,586,747,- 
679 was preferred; the remaining part, $11,064,190,115, 
representing funded debt, consisted of mortgage bonds, 
$8,019,700,886; collateral trust bonds, $1,279,128,266; plain 
bonds, debentures and notes, $1,067,567,350;: income bonds, 
$263,441,054: miscellaneous funded obligations, $116,170,- 
300, and equipment trust obligations, $318,182,259. 

A little less than two-thirds, 65.65 per cent, to be ac- 
of the capital stock outstanding for the roads 
paid dividends amounting to $400,- 


year 


curate, 
under consideration, 


432,752, being equivalent to 7.20 per cent on dividend- 
paying stock. No dividends were paid of $2,909,693,873, 


or 34.35 per cent of outstanding stock. 

The average rate of dividends on all stocks pertaining 
to the roads under consideration was 4.73 per cent, which 
is a respectable return on capital if the good be taken 
with the bad. No interest was paid on $808,464,701, or 
7.52 per cent of the total funded debt outstanding. In 
ealculating that percentage the equipment trust obliga- 
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tions are not considered, for the reason that they are 
not deemed to be funded obligations in the true sense 
of the term. They are merely deferred operating ex 
penses. On June 30, 1912, there were 1,699,218 employes 
on the pay-roll, or an average of 707 for 100 miles of 
main track. There was an increase of 45,987 in the total 
number of employes. There were 63,558 enginemen, 66,- 
408 firemen, 49,051 conductors, 135,959 other trainmen 
and 39,530 switch and crossing tenders and watchmen 


Practically a billion and a quarter dollars were paid 
out in wages and salaries, the exact amount being $1, 
243,113,172. When the complete report is put out there 
will be summaries showing the average daily compensa- 
tion of 18 classes of employes for a series of years and 
also the aggregate amount of compensation reported for 
each of the several classes. 

On the last day of the fiscal year under consideration 
there were in use 61,250 locomotives, an increase of 979 
over the preceding year; 14,206 were passenger engines, 
36,600 freight, 9,475 switching and 969 unclassified. There 
were 2,368,658 cars in use. There were 50,606 in passen- 
ger service, 2,203,128 in freight, and 114,924 in company 
service. These figures do not include the so-called pri- 
vate cars of the big packing companies, breweries, etc 

There were 255 locomotives on each thousand miles 
of main track and 9,860 cars. A passenger locomotive 
averaged 2,263,019 miles and the number of ton-miles for 
freight locomotives was 7,077,428; practically all the cars 
were fitted with train brakes and automatic couplers. 
The income of the roads during the last fiscal year was, 
from operating revenue, $2,826,917,767, and the total oper- 
ating expenses were $1,958,963,431. The operating reve- 
nues, including line under trackage rights, averaged $11,- 
881 per mile, and the operating expenses were $8,234. 

The number of passengers carried during the year 
was 994,158,591, which was 6,447,594 more than during the 
preceding year. Awrong inference may be drawn from 
that increase unless the number of miles traveled by 
each passenger is taken into account; when that is done 
the fact is that the passenger business of the fiscal year 
1912 was not so good as its immediate predecessor. The 
passenger mileage, or the number of passengers carried 
one mile, was 33,034,995,806; the number of passengers 
carried one mile during the preceding fiscal year was 
33,108,461,142; in other words, a fewer number of pas- 
sengers traveled a greater number of miles in 1911 than 
they did in 1912. 

The average receipts per passenger per mile for 
1912 were 1.985 cents. The passenger train service reve- 
nue per train-mile was $1.30404. 


The freight showing is better than the passenger. 


The number of tons carried was 1,808,232,193, while for 
the previous year the figure was 1,753,189,939. The num- 


ber of tons carried one mile per mile of road for 1912 
was 1,108,578, as against only 1,088,314 for the preceding 
year. The average number of tons of freight per train- 
mile was 409.29, while in the preceding year it was only 
386.17; in other words, the railroads not only carried 
more tons of freight, but each car was more heavily laden. 

While the railroads received on an average nearly 
2 cents per mile for every passenger carried, their ay- 
erage receipts per ton per mile of freight were only 7./3 
mills. The receipts from freight per train-mile were 
3.04015, or considerably more than double that from 
passengers for every mile that trains were run. 
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Lake Superior 


{yn® dh or and Passenger Line 


BETWEEN 


Duluth, Bayfield, Ashland (and intermediate ports) 
FASTEST SERVICE 


LOWEST COMBINATION OF RATES TO AND FROM CANADA 


European Imports via Montreal to all points in the West and Southwest moved via all water 
to Duluth. 

Vacation Trips.—Our new commodious steel steamers, “America” and “Easton” offer unexcelled 
passenger service and comfort, and cover America’s most delightful vacation grounds, including day- 
light cireuit of beautiful Isle Royale and the interesting Apostle Islands, the paradise of the tourist 
and sportsman. 

Our Dominion Transportation Co., Ltd., operates the splendid freight and passenger steamers, 
“Manitou” and “Caribou,” between Sault Ste. Marie and Michipicoten (and intermediate ports—Lake 
Superior), also between Sault Ste. Marie and Owen Sound (and intermediate ports in North Channel— 
Georgian Bay), making a daylight tour of the World’s Most Magnificent Fresh Water Archipelago. 


CONNECTIONS WITH ALL RAIL LINES AT 


Duluth, Ft. William, Port Arthur, Bayfield, Owen Sound, Ashland, Sault Ste. Marie 


For Freight Tariffs, Descriptive Literature, Schedules and ‘full information, call on or write 


L. P. HOGSTAD, Division Supt. L. D. ROSENHEIMER, Traffic Manager C. E. AINSWORTH, Manager 
Duluth, Minn. Chicago, IIl. Sault Ste. Marie, Mich. 


Save Three-Fourths The Money 


you now pay for weighing car-load freight. 


In addition, reduce the congestion at the scales, 
and in the yards; release the switching crews for 
other duties; facilitate the movement of freight 
over the whole system. 


We'll tell you how others have been doing this 
for twenty-five years. 


Your name and address is all we need. 





Streeter-Amet Weighing & Recording Co. | 


607 Hartford Bldg. o - ~ CHICAGO Automatic Weight Recorder for R.R. Track Scales 
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‘NORTHERN MICHIGAN LINE 


The Elegant Stee! Steamships 
“Manitou” — ‘Missouri? — ‘Illinois” is “Manistee” 


HAVE YOU LOOKED THROUGH 


“THE BOOK SHELF” 


RECENTLY ? 


offer unrivaled service between Chicago and Macki- 
nac Island and other famous Summer Resorts of 
Northern Michigan. connecting with al! lines for Lake 
oe rior and Eastern Points. The most attractive 
direct route to 

Pontwater Leland we eae 
Ludington Northport ng Brook 
Manistee Traverse City Harber! Springs 
Onekama Charlevoix St. Ignace 5 
Frankfort Petoskey Mackinac Island 
Glen Haven Bay View Cheboygan Sault Ste. Marie 

These elegant steamships are enone the finest and best equipped on the Great 
So large and steady as to assure comfortable passage to those averse to lake trips. 
They offer the traveler every modern convenience that adds to the delights of an 
outing on the water. For illustrated foider and book of tours addrees 


J. C. CONLEY, G.P. A. Offices and Docks, North End Rush Street Bridge, CHICAGO , 
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New books are being regu- 
larly added as they are pub- 
lished, and the very one you 
need most may be listed for the 
first time in any issue. 
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PERSONAL 


Cox was appointed traffic 
of Norfolk, Va.; 
Royster Guano 
Mr. Cox, until 
agent at 

Before 


Effective July 14, W. A. 
manager of the Chamber of Commerce 
C. F. Burroughs, vice-president of the R. S. 
Co., is chairman of the traffic committee. 
his removal to Norfolk, was general freight 
Pittsburgh of the Western Maryland Railroad. 
going to Pittsburgh he was general] agent and assistant 
general freight agent of the Western Maryland at Balti- 
more; prior to taking service with the Western Maryland 
he was general agent of the & Northwestern 
system from 1898 to 1906, being stationed at Cincinnati, 


Chicago 


O., Philadelphia, Pa., and Portland, Ore. The Norfolk 
Chamber of Commerce was formed this spring with a 
membersip of 1,600, and Mr. Cox was appointed after 


a thorough canvass of the field. 

Harry L. Derby has been appointed traffic manager 
of Franklin H. Kalbfleisch with offices at 31 Union 
Square, West, New York City. 


Co., 


W. J. L. Banham, traffic manager Otis Elevator Co. 
and vice-president New York Traffic Club, leaves for 


Central America on July 27. 

M. F. 
cial agent, 
Davenport, Ia. 

The Public Service Massachusetts, 
appointed under the provisions of 784 of the 
Acts of the General Court of Massachusetts for the year 
1913, and consisting of Frederick J. Macleod, George W. 
Anderson, George P. Lawrence, Clinton White and George 
W. Bishop, has organized by the choice of Frederick J. 
Macleod Charles E. Mann is secretary. 


R. E. Hightower, Jr., has been appointed soliciting 
freight agent, Macon & Birmingham Railway, at Thomas- 
ton, Ga. Mr. Hightower will report to R. E. Hightower, 
Sr., commercial agent, Thomaston. 


assistant commer- 
Paul Railway, at 


Hogan has been appointed 
Chicago, Milwaukee & St. 


Commission of 
chapter 


as chairman. 


B. S. Barker has been appointed vice-president and 
general manager, Gainesville & Northwestern Railroad, 
with headquarters at Gainesville, Ga. 

F. Voss has been appointed traveling freight 
New Orleans & Texas Pacific, with 
Trust Co. of Georgia Building, 


Harry 
agent, Cincinnati, 
headquarters at No. 625 
Atlanta, Ga. 

L. F. 
agent, Cincinnati, 
headquarters at No. 
Fla. 

John P. O’Gallagher has been appointed soliciting 
freight agent, Cincinnati, New Orleans & Texas Pacific, 
with headquarters at No. 625 Trust Co. of Georgia Build- 
ing, Atlanta, Ga. 


Arthur C. E. Schmidt, until recently chief clerk in the 
Chicago office of the Hamburg-American lines, has been 
appointed western passenger agent, remaining in Chicago. 
He succeeds C. Rann. Mr. Schmidt has been in the serv- 
ice of the company more than twenty years. 


soliciting freight 
Pacific, with 
Jacksonville, 


been appointed 
Texas 
street, 


Malum has 
New Orleans & 
434 East Bay 


Walter H. Bell, formerly of the Graham Paper Co., 
has been appointed traffic manager of the American 
Straw Board Co., with headquarters at 141 and 149 
Wooster street, New York City, being the location of the 
executive offices of the company. The joint traffic office 
of the American Straw Board Co., the Diamond Match 
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Co. and the United Box Board Co., heretofore conductex 
by Mr. Fergason at 111 Broadway, New York, has bee! 
discontinued. The American Straw Board Co. announce 
that it has no connection whatever, in its traffic arrangs¢ 
ment or otherwise, with any of the companies name: 
above, or any other corporation. 


Warren E. Setfle, Jr., special examiner of the Inte: 
state Commerce Commission, who has been engaged du! 
ing the present week in the hearing of several impor 
tant cases in Chicago, met with an accident on Wednes 
day evening, being knocked down by an automobile at 
the corner of Michigan and Jackson boulevards. He 
was able to attend to his duties on the foilowing day 


well-known import and 
died suddenly on an 
Dover on July 12 


head of the 
Chicago, 
London and 


G. W. Sheldon, 
export forwarding firm, 
express train between 
of aneurism of the heart. The firm branches in 
many principal European cities and Mr. Sheldon 
in the habit of making two or three trips abroad each 
year to look after their interests. He had been in busi 


has 
was 


ness in Chicago for many years. He was supposed to 
be in his usual good health at the time of leaving on 


the present trip. 


OPPOSE ALASKA RAILWAY BILL. 


the United States Senate of govern 
ment are determined to prevent even the 
consideration of the Chamberlain Alaska railway bill 
Attempt was made Thursday afternoon to bring up the 
bill while the Senate was considering unobjected bills 
on the calendar. Senator Burton of Ohio called attention 
to the fact that only unobjected bills were to be con 
sidered. Thereupon Senator Chamberlain moved that the 
bill be taken up. There being but few senators in the 
chamber at the time, the motion was made. Senato! 
Bankhead of Alabama called for a quorum, and when 
one was secured he forced the Senate into executiv« 
session, thus putting an end to the attempt. Inasmuch 
as the Senate was operating under a unanimous consent 
agreement that nothing should be done after the “morn 
ing hour” which expired at 4 o’clock, no further attempt 
was made that day to bring the matter forward, although 
Senator Chamberlain indicated his purpose to renew it 
at the first opportunity. 


Opponents in 
ownership 


WANTS TROLLEY LINE INVESTIGATED. 


Illinois Railroad and Ware 
meeting of July 10, we 

appeal from John Maynard 
investigation of the Elgin, 


The proceedings of the 
house Commission, at their 
enlivened by an oratorical 
Harlan, who demanded an 
Joliet & Chicago Railway on the ground that it 
unsafe. This claim was based upon the condition 
the rolling stock, the roadbed and methods of operation 
He gave the names of some twenty persons whom he 
asked the commission to subpcena to testify as to the 
condition and the irregularities of service. He asserted 
that no traffic or operating official would dare to swear 
that the road is safe to operate. The point as to inefi- 
cient operation was based apparently upon the fact tial 
it was a custom of the road to sidetrack regular trains 
in order that special excursion trains might get throug) 
on time. The speaker stated that he appeared as re) re 
senting no one, but merely as a private citizen of ( hi 
cago, who occasionally patronized the road. 


was 
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The Kron Scale 


Is The Automatic Springless Dial Scale that is meeting the demand of 
Industrial Concerns and Transportation Companies for an Automatic, 
Instantaneous, Accurate Weighing Machine. 


~ The Kron Scale in operatic n in the plant of Joseph T. Ryerson & Son, the largest distributors of Iron and Steel in the World. 


With The Kron Scale in operation in your plant all unnecessary work is eliminated and that means—a saving 
of money. It is simply a question of how fast your men can handle the goods. From 1 lb. up to the full capacity 

he scale, the pointer quickly indicates the exact total weight. You can accurately weigh a 15-lb. package or a 

lb. shipment .one right after the other, as rapidly as you can load and unload the scale. There are no weights 

unt—no beam to balance—no chance for carelessness or temptation to approximate weights—You just “Load 
and Look.” 

[t is the only scale in which there are no Springs, no Pivots, no Knife Edges in the Dial mechanism to get out 

irder, and there is no. vibration of the dial hand, the movement of the pointer being automatically controlled 

1 compressed air device. 

When you stop to think of the time and labor saved, the elimination of errors and guesswork, in one day, you will 
oegin to realize what a big substantial saving you can make in your plant by installing The Kron—It soon pays 
tor itself, 

Write for full particulars. Types and capacities applicable to any line of business 


AMERICAN KRON SCALE COMPANY = kewonr“tity 


Western Representative SPENCER OTIS COMPANY, Railway Exchange Bldg., Chicago, Ill. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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A MASSACHUSETTS CLAMBAKE. 

The Hampden County Traffic Association announces 
its sixth annual clambake, to be held at Holyoke, Mass., 
on August 21. The guests meet at Springfield and leave 
by train at Holyoke at 1:05 p. m., from there taking 
electric car to Hampton Pond, a trip which is considered 
one of the finest trolley rides in western Massachusetts. 
Invitations have been mailed to over 1,200 persons who 
are assumed to be interested, and THe TRrAFric WoRLD 
is respectfully requested to advise everyone reading this 
notice to consider himself as having received a special 
invitation. The only restriction upon the general invita- 
tion is that all tickets be ordered prior to August 10, 
for which purpose James F. Carraher, treasurer, Chicopee 
Falls, Mass., should be addressed. The committee in 


charge of the event includes the following-named mem- 
F. R. 


bers: J. F. Carraher, chairman and treasurer; 
Lyman, secretary; W. O. Johnson, J. C. Sykes, R. T. 
Mackay, C. F. Duggan, P. J. Dowd, A. R. Root, R. W. 


Burke, D. K. Brown, W. L. Haskell, T. L. Hisgen. 


CARRIERS’ ANNOUNCEMENTS 


Wells, Fargo & Co. announce that, effective June 1, 
the eastern department of the company includes all 
territory east of and including the states of Arkansas, 
Kansas, Nebraska, South Dakota and North Dakota, ex- 
cept the lines of the Chicago, Milwaukee & St. Paul 
Railway, west of Mobridge, S. D., which are included in 
the western department. 

The general operation of the business in the eastern 
department is in charge of general superintendents, as 
follows: 

G. B. Simpson, general superintendent, St. Louis, has 
charge of the central divisions, which include all Wabash 
Railway lines and lines generally throughout Missouri, 
Arkansas, Kansas and Nebraska. 

F. J. Hickey, general superintendent, New York, has 
charge of the Atlantic divisions, which include all Erie 
Railroad lines and connecting roads other than the 
Wabash: The territory of the Atlantic divisions covers 
in a general way all lines east of Chicago except the 
Wabash lines. 

H. B. Calkins, general superintendent, Chicago, has 
charge of the northern divisions, which include all Chi- 
cago, Milwaukee & St. Paul Railway lines up to Mo- 
bridge, S. D.; Chicago Great Western Railroad lines; the 
Atchison, Topeka’ & Santa Fe Railway lines, Chicago to 
Kansas City, and service on other connecting roads. The 
northern divisions generally will cover operations in 
Wisconsin, Minnesota, the Dakotas, Iowa and northern 
Illinois, 

Circulars were issued under date of June 2 by gen- 
eral superintendents, setting forth in detail the territory 
in each of the divisions under their jurisdiction. 

The reduction in the number of departments and 
divisions is made with a view to centralizing and mak- 
ing more effective the control of operations and securing 
greater uniformity and efficiency in methods. 

The following appointments also became effective 
June 1: 

S. W. Gibson, formerly superintendent northern IIli- 
nois and southern Wisconsin division, has been appointed 
efficiency superintendent. 

A. G. Eddy, formerly superintendent of the Iowa 
division, has been appointed efficiency superintendent. 
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efficiency superintendents 





The headquarters of the 
are at 111 West Monroe street, Chicago, and they co 
operate with officials generally throughout the eastern 
department with a view to installing uniform and more 
efficient methods of operation, and will report to E. A 
Stedman, vice-president and general manager. 

C. E. Dewey, general freight agent of the Grand 
Trunk Pacific Railway, Winnipeg, Manitoba, announces 
that they have recently received authority to handle com- 
mercial traffic on their Biggar-Calgary branch as far as 
Dodsland, Sask., mileage 48.0 from Biggar, and on their 
Regina-Boundary branch to Talmage, Sask., mileage 66.5 
from Regina. 

United Fruit Co. announces that, effective Friday, 
July 11, this company will operate direct freight service 
to Jamaica outports on the following schedule: 

Friday, July 11, and fortnightly thereafter, for Port 
Antonio, Montego Bay and Savanna-la-Mar. 

Tuesday, July 15, and fortnightly thereafter, for 
Port Antonio, Port Maria and St. Ann’s Bay. 

Cargo for other outports will be accepted on semi- 
weekly service every Wednesday and Saturday, for 
transshipment at Kingston. 

The New York, New Haven & Hartford announces 
that, effective Aug. 15, 1913, the name of Turnerville, 
Conn., a freight station located on the Midland division, 
will be changed to “Amston, Conn.” 


POSITIONS WANTED OR OPEN 


Young man, age 30, desires position as TRAFFIC 
MANAGER or ASSISTANT TRAFFIC MANAGER, with 
manufacturing concern or commercial organization. Ten 
years’ experience with railroad and manufacturing com- 
panies in actual traffic work. Familiar with classification, 
tariffs, rate construction and making, also rules and 
regulations of the Interstate Commerce Commission. At 
present employed in handling traffic affairs of large iron 
and steel manufacturing company. Best of reference. 
Address X 91, Traffic World, Chicago. 






















































Wanted—Position as AUDITOR. Fifteen years’ ex- 
perience in railway accounting in all its branches. At 
present employed in that capacity. References as. to 
ability and character. Address G-17, Traffic Service Bu- 
reau, Chicago. 
























ARTHUR B. HAYES 
ATTORNEY-AT-LAW 


COLORADO BUILDING WASHINGTON, D.C. 


















Former member of the Department of Justice as 
Solicitor of Internal Revenue 
















interstate Commerce Litigation 
a Specialty 
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THE PROBLEM OF WORKING OUT A PRAC- 
TICAL SUBSTITUTE FOR WOODEN BOXES IN 


Fibre and Corrugated Cases. 


IS A QUESTION OF 


QUALITY 


xet the BEST to insure safe delivery of your goods. 


Our cases 


are made for HARD SERVICE and the results we are getting 


PROVE THIS. 


Write us for further information 


HUMMEL & DOWNING COMPANY 


MILWAUKEE, WIS. 


Offices in 


CHICAGO DETROIT 


MINNEAPOLIS 


ST. LOUIS 


Please mention *“T'raffic World” in your reply. 





SAVE MONEY ON 
SHIPMENTS to CLEVELAND 


THE ONLY WAY 


To Obtain 


Lowest Cartage Charges, Quickest and Most Con- 
venient Delivery, Best Through Routing 


is to have actual and positive knowledge of the 
layout of the city, and location of its industries, 
and carriers’ facilities. This information is 
provided in 


THE RAILROAD AND INDUSTRIAL 
MAP OF CLEVELAND 


Compiled by D. F. HURD, 
Traffic Commissioner, Cleveland Chamber of Commerce 


A complete, authoritative, practical traffic 
map. A limited number of copies of this map 
have been obtained for distribution among its 
subseribers by The Traffic World. Please 
order at once. 


On bond paper, size 36 x 50, scale 2'2 inches to the mile, 
price $1.50. On linen-back paper, $2.50 


THE TRAFFIC WORLD, 418 So. Market St., Chicago 


| 364 Garfield Ave. 





Machinery. Is Cheaper 


THAN LABOR 
A REVOLVA- 


Here's a very simple proposition. 


| TOR will take the place of half a dozen men in 


your warehouse or store- 
room, and only costs about 
one-quarter as much as 
you are paying them per 


month. What per cent | 


dividend will it pay on 
the investment ? 


The REVOLVATOR 


method is the cheapest | 
one for stacking bales, | 


boxes, cases, etc. 
prominent textile mill us- 


ing three REVOLVA- 








TORS says that each | 


one saves $300 per 
month. The whole se- 
cret of its success lies in 


| the revolving base. Get our book T. W. 18 “Scientific 


and find out why. 


N. Y. Revolving Portable Elevator Co. 


Jersey City, N. J. 


10A 


Tiering” 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices: before the 
Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
4410 Security Trust Bldg., Chicago 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Commis- 
sion; Counselor at Law 
Suite 956 First National Bank Bldg., 
Chicago, Ill. 


Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commission 
a specialty; Experts on railroad tariffs furnished; 
Correspondence invited. 


233 Broadway, New York 


Emerson Bentley 


Attorney at Law; Special attention to commerce 
practice before the Interstate Commerce Commission 
and Railroad Commission of Louisiana. 

201-203 First National Bank Building, Shreveport, La. 


Watson & Abernethy 


Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. Dahlberg 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


H. R. Small 


Practices before the Interstate Commerce Commission 


1605-14 Pierce Bldg., St. Louis, Mo. 


Belt & Graves 


Attorneys at Law; practice before Interstate Com- 
merce Commission and all Courts 


810-814 Times Bldg., St. Louis, Mo. 


Wade H. Ellis 


Interstate Commerce Commission cases 


504-512 Southern Bldg., Washington, D. C. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 


Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnati, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 


BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 


M. W. Borders 


CORPORATION INSURANCE 
AND ANTI-TRUST LAWS 


Luther M. Walter 


Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 


John S. Burchmore 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 


of material assistance to manufacturers. 


We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., 


Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


Directory of Transfer Agents, Freight Forwarders, Warehouseman, Custom House Brokers, etc. 


Huguenot Express Co. 
NEW YORK, N. Y. 


624 West Thirty-sixth St. Prone 839 Greeley. For- 
warders, truckmen for all lines: bulk shipments from 
out of town a specialty; up-to-date facilities for storage 
and distribution. 


Judson Freight Forwarding Co., Inc. 


CHICAGO, ILL. 


443 Marquette Bidg. Carload distribution to al] rail- 
roads at Chicago without teams; L. C. L. shipments of 
machinery forwarded at reduced rates to all principal 
western and Pacific Coast points. 


The Reading Truck Co. 


DETROIT, MICH. 


Sixth and Congress Sts. Authorized cartage agents 
for the Wabash and Canadian Pacific railways and for 
the Anchor Line steamers. Special attention given to 
distribution of carload freight for two or more parties. 
Merchandise delivered as ordered. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


Buffalo Storage & Carting Co. 
BUFFALO, N. Y. 
350-356 Seneca St. “Umsurpassed facilities’ for stor- 


ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


Ashley Warehouse Co. 


ST. LOUIS, MO. 
Bonded and general storage. Drayage facilities. Cars 


promptly handled. Custom house entries attended to. 
Insurance, 18c. Track connections. 


7 Transportation Club of Indianapolis. 


S. Shambaugh, Pres.; L. E. Stone, 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffie 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
eompanies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 

Headquarters, Tacoma Bidg., 5 North 

La Salle St., Chicago. 


Officers. 


J. M. Belleville, President, 
G. F. A., Pittsburgh Plate Glass Co., 
Pittsburgh, Pa. 

H. G. Wilson, Vice-President, 
Comm’r, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
Oscar F. Bell, Secretary-Treasurer, 
T. M. Crane Co., 836 South Michigan 

Ave., Chicago, [iL 
David P. Chindblom, Assistant Secretary 
§ North La Salle St., Chicago. 


National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mgr., 
American Trust Bldg., Chicago, Il. 


Northern Pine Manufacturers’ Associa- 
tion. H. 8S. Childs, Secy., Minneapolis. 


Sterling 

Manufacturers’ and Shippers’ 

Association. 

In charge of traffic industries located 
at Sterling and Rock Falls, Ill. 

ie President 
H. Wood Vice-President 

. J. Burleigh Secretary-Treasurer 

= Traffic Manager 


Business Men’s League. P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis. 


The Memphis Freight Bureau. L. R. 
Donelson, Pres.; G. Thomas, Vice- 
Pres.; James S. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


National Federation of Traffic and Trans- 
portation Clubs. J. V. Zartman, Pres.; 
Carl K. Landes, Secy. 

The Chicago Transportation Association. 
Ray F. Clark, Pres.; H. B, MacNiven, 
Secy. 

The Traffic Club of New York. A. F. 
Mack, Pres.; C. A. Swope, Secy. 

The Spokane Transportatier Ciue. Chas. 
W. Colby, Pres. 

The Traffic Club of Chicago. Guy S&S. 
McCabe, Pres.; W. H. Wharton, Secy. 

The Traffic Club of Dallas, MS ee : 
Jackson, Pres.; G. S. Maxwell, Secy. 

The Traffic Club of Philadelphia. Harry 
Billings, Pres.; W. Summerfield, 
Secy. 

The Traffic Club of St. Louls. Clarence 
H. Howard, Pres.; A. F. Versen, Secy.- 
Treas. 

The Traffic Club of Pittsburgh. E. C. 
Sattley, Pres.; D. L. Wells, Secy. 


Sour 


The Traffic Club of New England, Boston. 

na Byrnes, Pres.; Wm. Cc. Brownrn, 

The Transportation 9 of Cl 5 

Poysell, Pres.; J. H. 7a 
y. 


The Transportation Club of Louisville. 
> L. Roederer, Pres.; S. J. ‘MeBride, 
ecy. 
The Transportation Club of Toledo. W. 
. Thoms, Pres.; Marks, Secy. 
The Traits Club ‘of Newark. John 4 
Roge Pres.; J. R. Cooke, Secy. 

The eT raffic Club of Seattle. Roger D. 
Pinneo, Pres.; P. B. Miller, Secy. 

The Ny ag oe Ciub of wel 
ew. a Jones, Pres.; i toriey, 

y 

Tete Club of San Francisco, J. 

an Burgin, Pres.; Theo. H. Jacobs, 


The Rallroad Club of Kansas City, 
. bear’ Stroud, Pres.; Claude Teuaee, 

The Traffic and Transportation Club of 
Birmingham. A. W. Carey, Pres.; H. 
He Knight, Secy. 

The Traffic Club of Minneapolis. F. @. 
Pool, Pres.; F. B. Rowley, Secy. 

Sait Lake Transportation Club. CGC. F 
McNitt, Pres.; R. E. Rowland, Secy. 
Traffic Club of Milwaukee. Wm. E£E 
O'Connor, Pres.; C. + Lloyd, Secy: 
Transportation Club of pao °. z loyd 
P. Sherrick, Pres.; D. L. Rupert, Secy.- 


Treas. 
Grand Rapids Traffic Club, Grand Rapids, 
Mich. C James 


has. H. Lilley, Pres.; 
Bale, 


Secy. 
Transportation Club of Peorla, R. M. 
Field, Pres.; A. 8S. Howells, Secy. 
Traffic’ Club of Cleveland. D. F. Hurd, 
Pres.; W. V. Bishop, Secy. 
Traffic Club of Erle, Pa. Edwin H. 
Brevillier, Pres.; M. W. Eismann, Secy. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 
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“CHICAGO MILL’ BOXES 


Delivered to ALL POINTS with 
Promptness and Reliability from 


THIS GREAT CENTRAL SHIPPING DISTRICT 


A merece —| We Operate 
“Chi cago Mill’ : 3 rH “~*~ £ | 15 Plants, located 
| NS MipFA elec ng from Sault Ste. Marie 
_ Th sl “NN gepeSSec sto New Orleans. 
is the iS cee I". 2 F 
Best Box S \\ ij \: £ We Make 


because the Highest ‘\ “ee ) SoA tee Every Style Packing 
Efficiency and the -S = ¥ fare OER Box Known to the 


Most Skillful Labor | * eater a | Trade. 
e | MISsouRr \ $ VA eipestacthiicieailin 
~ | x, : \ $ Smet 1 i, 
— . a DN nn ted NI Corrugated and 
are utilized in OL genre zgunccses Cos Fibre Containers 
its manufacture eas F 





Wire-Bound Boxes 





For ie tt. Wooden Boxes 
“BOX ECONOMY” | x La sage | Any fin 
2 any °.| Made Up or in Shooks 
Consult Our rn eee 
Package Experts. ses Egg Cases 


The advantageous location of our plants is but one feature of 
‘““CHICAGO MILL SERVICE.’’ 


WRITE US FOR PRICES 


CHICAGO MILL AND LUMBER COMPANY 
805 Sangamon St. CHICAGO 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in riting to advertisers 








